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COORDINATED TERMINAL SERVICES 


In The Traffic World April 28 will appear the last of 
a series of thirty-six articles on “Industrial Traffic Adminis- 
tration,” written for us by Professor G. Lloyd Wilson, of 
the University of Pennsylvania. The series has proved 
interesting and instructive and has evoked many favorable 
comments, as have previous series on other subjects by 
the same author, at once a practical man and a scientific 
observer and investigator, with no ax to grind. 

This series will be followed immediately by another of 
fourteen articles by the same author, on the subject, “Co- 
ordinated Terminal Services.” Following are the topics of 
the several articles: 





. The Terminal Freight Problem. 

The Motor Freight Vehicle in Terminal Service. 
The St. Louis Terminal Coordination Plan. 

The Cincinnati Terminal Plan. 

The Boston and Maine Plan of Motor Service. 

The New York Plan. 

. The English Cartage Service. 

. The Canadian Terminal System. 

. Store Door Delivery in the United States in the Past. 
10. Recent Plans of Store Door Service. 

ll. Store Door Service, Pro and Con. 

12. The Coordination of Steamship and Motor Freight Service. 
13. Coordinated Electric Railway-Motor Freight Service. 
14. The Ultimate Goal in Coordinated -Service. 


CORONA Pwnhe 


To quote from the first article of the new series, Pro- 
fessor Wilson says: 


The movement of carload and less than carload freight in the 
terminals of the railroads of the United States is a matter caus- 
mg grave concern among industrial traffic managers, railroad 
operating and traffic men, engineers, and economists. It is, per- 
haps, the most urgent problem in American transportation and 
on the successful solution of the problem rests the ultimate suc- 
cess of the transportation system of this country. All agencies 


of transportation—the railroads, the trans-oceanic, coastwise, and 
inter-coastal steamship lines, the canal and inland waterway car- 
riers, express companies, motor freight lines, and even the air 
transportation companies—are dependent for their efficient opera- 
tion on adequate terminal facilities and on the prompt and 
economic movement of traffic into, out of, and through the 
terminals.® 


In the meantime, the articles in the series on ‘“Perish- 
able Protective Services” will be continued, alternating with 


_those in the new series. 


COOPERATIVE RATE-MAKING 

In a Washington birthday address before the Bir- 
mingham Traffic and Transportation Club, A. G. T. 
Moore, traffic manager of the Southern Pine Association 
and general chairman of the Southeast Shippers’ Ad- 
visory Board, made suggestions looking toward a co- 
operative plan between shippers and carriers in adjusting 
rates, somewhat along the lines of the shippers’ advisory 
boards. His subject was: “How Would George Wash- 
ington Handle Our Traffic and Transportation Prob- 
lems?” He made no attempt, as is sometimes done, to 
quote what Washington said of a specific problem of 
his day as applying to a specific problem of today that 
was not and could not have been dreamed of in Wash- 
ington’s time, but he did try to apply to present day 
situations something of the principles that governed 
the conduct of the father of his country. 

“In the light of the history of this man and his 
achievements,” said he, “I marvel that one does not 
blush for shame when he affirms that the traffic rela- 
tions between shippers and carriers cannot be brought 
to a more complete harmonious state and the settlement 
of traffic problems through voluntary methods be trans- 
formed from a desire to a fact.” Continuing, he said: 

I have no panacea. True, I have some well defined and practical, 
I believe, ideas which might be helpful when coupled with those 
unquestionably reposing in the minds of many others who have given 
and will continue to give their thoughts, time and talents to the matter. 
But it is neither proper nor appropriate that I should now burden you 
with such detail. My purpose is simply to present and challenge your 
serious attention to the issue. I shall probably do likewise on other 
occasions. Sufficient seeds falling on fertile soil will take root and 
blossom out perchance into an authorized conference between shipper 
and carriers representatives for the purpose of initiating at least 
an investigation into the subject. 

Before reaching the end in view we must get down to the 
grass roots and I shall herald an initial conference of the proper 
character under the proper auspices and with the proper personnel as 
the dawn of a new friendly, constructive and mutually profitable era 
in our relations. In such a conference, the carriers must take the 
initiative, thereby signifying their interest and earnest desire to im- 
prove conditions. I take it they would not call such as judges, for 
the purpose of placing such as I in the culprits chair, for presuming 
to aid, but rather first turn the matter over in their own minds, 
examine their own households, originate such changes in present 


practices as their investigations would macro, present the same to 
such conference, then call upon the shippers for additional sugges- 
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tions and let the matters brought forth receive the benefit of free- 
friendly, though frank and thorough discussion, emerge with the best 
plans possible, then, thereafter, let all constantly strive for further 
improvement. In the nature of things nothing whatsoever can be 
accomplished without the voluntary support of the carriers, hence 
they should initiate the call and if their sentiments be in accord with 
the end contemplated, there is neither prerogative nor presumption 
involved in the suggestion that they first manifest the necessary spirit. 
In launching the advisory boards, such was their method and the 
movement proved to be successful. Such a comprehensive measure 
as has been recommended has never been attempted to my knowledge. 
A good place to begin the experiment is in Southern Classification 
Territory. 

It will be observed that Mr. Moore offers no definite 
plan. Others, however, thinking along the same lines, 
though not recently, to our knowledge, have done so. 
In The Traffic World of May 2, 1895, we presented a 
definite plan for cooperative rate-making evolved by 
Cc. E. Childe, manager of the traffic bureau of the Omaha 
Chamber of Commerce and now president of the Na- 
tional Industrial Traffic League, and commented editori- 
ally on it. In the issue of the previous week, April 25, 
1925, we published an account of an address by Robert 
C. Ross, general traffic manager, Joseph T. Ryerson and 
Son, Inc., Chicago, and chairman of the Mid-West 
Regional Shippers’ Advisory Board, made before that 
advisory board, in which he suggested shippers’ adjust- 
ment boards to meet with committees representing the 
railroads to adjust disagreements on rate matters. In 
our comment on that address we pointed out that Com- 
missioner Meyer had some ideas along the same line and 
that something of the sort had been tried in the confer- 
ences held with respect to Western Trunk Line rates. 

So the subject is not new. It has, however, given 
rise to little discussion that we know of. Of course, if 
those who deal with rates are not sufficiently interested 
in it to bring about action, nothing will be done. We 
believe, if anything of the sort is done, action ought to 
originate with the carriers. Probably their reaction to 
such a suggestion is that they are competent to run their 
own business and make their own rates. It is to be re- 
membered, however, that they do not entirely make their 
own rates and a suggestion of the kind Mr. Moore and 
others make is not as revolutionary as it may sound. 
Still, if shippers are sufficiently aroused in behalf of the 
kind of plan suggested the carriers will no doubt re- 
spond. If there is no demand from shippers other than 
occasional suggestions such as we have mentioned, 
nothing is to be expected from the carriers. We believe 
the idea is worth thinking about. There may be serious 
objections to it, but, certainly, as we have said, it is not 
revolutionary ; neither do we believe it too Utopian to 
be practical. 


HEAVIER LOADINGS; LIGHTER INCOME 

A subscriber has called attention to the seeming in- 
consistency between figures issued by the Bureau of Rail- 
way Economics showing a falling off in railway net operat- 
ing income for January, 1927, compared with January, 
1926, and figures issued by the American Railway Associa- 
tion showing heavier loading of revenue freight in January, 
1927, than in January, 1926. For the reason that this may 
puzzle others than the one who wrote us we are offering 
the explanation. It is this: 

In January, 1927, there was an increase of 2.9 per cent 
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in freight revenue as compared with January, 1926. There 
was an increase of 2.3 per cent in expenses in January, 1927, 
as compared with January, 1926. There was a decrease in 
January, 1927, of 4 per cent in passenger revenue, as com- 
pared with January, 1926, in dollars amounting to approxi- 
mately $3,600,000. There was a decrease in January, 1927, 
of 10.7 per cent in express revenue, as compared with 
January, 1926, in dollars amounting to about $1,000,000. 
There was a decrease in January, 1927, of 1.8 per cent in 
mail revenue, as compared with January, 1926. The de- 
crease in passenger and express revenue in January, 1927, 
totaling $4,600,000, was more than the decline of $4,202,575 
in net railway operating income in January, 1927, as com- 
pared with January, 1926. The increase in freight revenue 
offset, to some extent, the decrease in passenger revenue, etc. 


It is explained that, when the volume of freight traffic 
increases, there is some increase in expenses; that when 
passenger traffic declines, the transportation expense gen- 
erally does not decline with it, because scheduled trains run 
whether they have few or many passengers. 


In other words, while there was an increase in loading 
of freight and in freight revenue in January, 1927, as com- 
pared with January, 1926, decreases in other branches of 
transportation service covered by the total net railway 
operating income figures shown January, 1927, as compared 
with January, 1926, accounts for the decline in the net. 


SIX CENT GRAIN REDUCTION CASE 
The Trafic World Washington Bureau 


In an answer to the petitions filed by proponents of the six 
cent reduction in rates on grain to the eastern seaboard, 
proposed by the Minneapolis & St. Louis and the Soo Line, the 
Traffic Executive Association-Eastern Territory, said that the 
petitioners had not offered a single new thought in the matter. 
It said not an argument was offered that was at all persuasive 
that any finding of the Commission should be changed in that 
case, I. and S. No. 2729, Grain and Grain Products from Minne- 
apolis, St. Paul and Duluth and Groups to Eastern Points. 


The association, however, observed that, as in the original 
briefs, much prominence was given to the alleged agreement at 
one time by the carriers in the eastern region, that the reduced 
rate should be filed. Support was given, said the association, in 
a concurring opinion of one commissioner in the first report, to 
this criticism. On the question of good faith raised by the 
observations on that subject, the association said: 


At the outset, the eastern lines desire to set before the Com- 
mission the entire good faith of the eastern lines in dealing with 
the proposals of the Minneapolis interest from the beginning of the 
negotiations. The position of the eastern lines rests upon the ob- 
servance in good faith of their post-war understanding with the Na- 
tional Industrial Traffic League, whereby all important changes in 
freight rates, rules or regulations are to be docketed for public in- 
formation and made the subject of public hearing when such hearing 
is desired. In conformance with the spirit and letter of that under- 
standing, the eastern carriers denounced before the Commission 
the alleged commitment to publish rates desired by the Minneapolis 
interests prior to a full public hearing thereon of al linterested ties, 
which would obviously include many others than those in inne- 
apolis. They formally heard and notified all parties in interest a 
year before the publication of the rates that the eastern lines would 
not voluntarily participate in the publication of the reduced rates 
proposed from Minneapolis (see Exhibit 47, quoted at P: 12 infra). 

The eastern lines consistently insisted that the subject should 
be docketed and the public heard. This insistence eventually resulted 
in the western lines joining with the eastern lines in such docketing 
and hearing, following which the eastern and western lines unani- 
mously agreed that the proposed changes should not be made. 


When, in disregard of that understanding, two western railroads, 
out of scores of railroads interested in this situation, published the 
reduced rates, the eastern railroads did not try. by cancelling con- 
currences, to prevent the issue from coming before the Interstate 
Commerce Commission, but were entirely willing to have the question 
considered on a full record and disposed of in accordance with the 
Commission’s judgment of the public interest and in accord with law. 


The eastern carriers said they were entirely willing that 
such reargument as the petitioners asked be had. They said 
they had asked for suspension of the tariffs to the end that 
there might be consideration of the whole question on its 
merits, rather than withdraw their concurrences. Under the 
rules of the Commission, they pointed out, that withdrawal of 
concurrences had to be made on sixty days’ notice and that, in 
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the meantime, if no protests had been made, the rate structure 
would have been disrupted. 

The Chicago Board of Trade and the Milwaukee Chamber of 
Commerce, in their answer, said the Commission did not err in 
this case; that all the parties to it had had their day in court; 
that no newly discovered evidence had been brought ,to the 
attention of the Commission; that all the points raised by the 
petitions for reargument and reconsideration had been exhaus- 
tively briefed, argued and fully considered by the Commission. 
They contended that Minneapolis now had the benefit of the 
water competition the Twin Cities claimed to be a factor in the 
situation because it already had an advantage of 4.5 cents in the 
proportional rate to Chicago and other gateways, under the 
Missouri river markets. Such an advantage, the Commission in 
Bulte Milling Company vs. C. & A., 15 I. C. C. 353, said did not 
create an undue preference in favor of Minneapolis because of 
water competition. 

“Minneapolis today, therefore, enjoys the full benefit of 
water transportation,” said the Chicago and Milwaukee brief. 

In its answer to the petition for reargument and reconsid- 
eration, the Duluth Board of Trade said the proposed reduction 
would not benefit the farmer, since by their own showing the 
proponents of the cut showed that the reduction was necessary 
to the Minneapolis interests to enable them to maintain their 
position in the milling industry. In attempting to escape from 
that obvious conclusion Duluth said counsel for the Minneapolis 
interests fell into a striking inconsistency by saying that the 
reduction could be given to the farmer and still benefit Minne- 
apolis because it’ would enable that market to pay more for 
grain and so attract it away from Duluth. However, in another 
part of the Minneapolis argument, the Duluth answer said that 
“the inability of Minneapolis to reach that market (Trunk Line 
territory) against the water routes has been responsible in no 
small measure for the grain carried over from year to year.” 
That, said the Duluth brief, told the whole story. It added that 
if the reduction were allowed Minneapolis would use every cent 
of it to undersell her competitors in the east and the farmer 
would not get any part of it. 

The Duluth answer said that the Minneapolis & St. Louis 
made an earnest appeal to be permitted to carry into effect the 
managerial policy represented by the reduction. That plea, 
Duluth said, would come with better grace if the M. & St. L. 
had elected to make the reduction itself by reducing its pro- 
portional rate to Peoria. That, Duluth said, it was unwilling 
to undertake, and, as a substitute, tried to coerce the eastern 
lines, through the Commission, into joining in the cut. It said 
that the argument for permitting free play to managerial policy 
called for a disapproval of the tariffs and the protection of the 
policies of the eastern lines, rather than their approval and 
the consequent compulsion of those carriers. 

The Corn Exchange, Inc., The Millers’ Traffic Committee 
of Buffalo, New York State Millers’ Association, and New York 
State Feed Manufacturers’ Association asked for the denial 
of the petitions. The Buffalo and New York state interests 
asserted that in the three petitions for reargument and recon- 
sideration, no argument was made and no fact suggested that 
had not already had the attention of the Commission. 

They asserted that Minneapolis was not suffering as a 
grain market; that to whatever extent it might have suffered 
as a milling center, it was suffering the natural consequences 
of its location and the fact that the grain producing territory 
naturally contiguous to it was becoming less and less a producer 
of high grade bread wheat and was going more and more into 
other lines of agriculture; that the extent to which Buffalo 
might have grown as a grain market was due to its natural 
location and consequent ability to receive via lake not only a 
fair share of the northwestern grain of the United States, but 
also a share of the central and southwestern grain which could 
be moved to Minneapolis only at the penalty of out-of-line haul 
and extra charges, and the grain of the Canadian northwest, 
which was not susceptible of movement to Minneapolis; further, 
that to whatever extent flour production at Buffalo may have 
grown, the increase had been entirely by mills of Minneapolis 
ownership with a contemporaneous decrease of production of 
independent mills; and that the increased production of flour 
at Buffalo had been entirely for export, there having been no 
material advance in the production of flour for domestic con- 
sumption in the past decade. Under these circumstances they 
said it was respectfully submitted that the contentions of the 
various Minneapolis shipping interests and carriers had failed 
and what the proposed reduced rates would constitute an undue 
preference for Minneapolis. 


FEBRUARY RAIL EARNINGS 


Class I railroads in February had a net railway operating 
income of $70,045,386, which for that month was at the annual 
rate of return of 4.93 per cent on their property investment, 
according to reports filed by the carriers with the Bureau of 
Railway Economics. In February, 1926, their net railway oper- 
ating income was $63,377,761 or 4.58 per cent on their property 
investment, the bureau said, continuing as follows: 
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Property investment is the value of road and equipment as showy 
by the books of the railways, including materials, supplies and cash 
The net railway operating income is what is left after the paymen; 
of operating expenses, taxes and equipment rentals but before intereg 
and other fixed charges are paid. , 


This compilation as to earnings in February is based on reports 
from 189 Class I railroads representing a total mileage of 238,118 miley 


Gross operating revenues for the month of February amounted ty 
$468,994,433, compared with $460,673,256 in February, 1926, or an ip. 
crease of 1.8 per cent. Operating expenses in February totale 
$361,472,855, compared with $360,899,940 in the same month in 1926 
an increase of two-tenths of one per cent. 


Class I railroads in February paid $28,684,908 in taxes, an increase 
of $384,131 or 1.4 per cent_over the same month in 1926. This brought 
the total tax bill of the Class I railroads for the first two months jy 
1927 to $58,023,140, an increase of $1,060,034 or nearly two per cent 
above the corresponding period in 1926. 


Thirty-three Class I railroads operated at a loss in February, of 
which thirteen were in the Eastern district, three in the Souther 
and seventeen in the western districts. 


Class I railroads for the first two months in 1927 had a net railway 
operating income amounting to $131,624,080, which was at the annual 
rate of return of 4.56 per cent on their property investment. During 
the corresponding period of the preceding year, their net railway oper- 
ating income amounted to $129,166,711 or 4.59 per cent on their property 
investment. 


Gross operating revenues for the first two months in 1927 amounted 
to $955,998.770, compared with $942,175,286 during the corresponding 
period in 1926 or an increase of 1.5 per cent. Operating expenses for 
the first two months’ period of 1927 totaled $748,962,217 compared with 
$739,880,413 during the corresponding period the year before or an 
increase of 1.2 per cent. 

Net railway operating income by districts for the first two months 
with the percentage of return based on property investment on an 
annual basis follows: 


Wew Minin Tegiot. «.. ....cccsesccccesies $ 4,683,312 5.38 per cent 
I, EE IND 56:0: 0:20:06 «grace meng ewes 21,631,947 4.86 per cent 
Central Dastern Region.......ccssvccsevss 27,700,445 5.20 per cent 
Be ee ere 12,082,086 8.25 per cent 
Totes Master District. .......cccesvece 66,097,790 5.46 per cent 
Total Boatnern District... .cccccvces 21,610,697 4.52 per cent 
NOPtirwestern TGBION ....ccceccccccssscce 5,120,141 1.60 per cent 
Centraiwestern Region .......ccccccscvces 24,741,079 4.42 per cent 
OUR WONCONH TROBION 6 occ cccecccccccevese 14,054,373 4.44 per cent 
TOCA! WEBCEED DIBtrict....o..c.c.0 sc vic cies 43,915,596 3.67 per cent 
eS ae ee 131,624,080 4.56 per cent 


In view of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of years 
can indicate the real trend of railway returns. The rate of return on 
property investment for the five years ending with the month of 
February, 1927, has averaged 4.53 per cent per year. 


Eastern District 


. The net railway operating income for the Class I railroads in the 
Eastern district during the first two months in 1927 totaled $66,097,790, 
which was at the annual rate of return of 5.46 per cent on their prop- 
erty investment. For the same period in 1926 their net railway 
operating income was $58,724,787, or 4.96 per cent on their property) 
investment. Gross operating revenues of the Class I railroads for the 
first two months in 1927 totaled $483,685,957, an increase of 4.3 per cent 
over the corresponding period the year before, while operating ex- 
penses totaled $383,302,556, an increase of 2.6 per cent over the same 
period in 1926. 

Class I railroads in the Eastern district for the month of February 
had a net railway operating income of $35,452,917, compared with 
$28,554,312 in February, 1926. 


Southern District 


Class I railroads in the Southern district for the first two months 
in 1927 had a net railway operating income of $21,610,697, which was at 
the annual rate of return of 4.52 per cent on their property investment. 
For the same period in 1926 the net railway operating income 
amounted to $26,606,681 which was at the annual rate of return of 
5.82 per cent. Gross operating revenues of the Class I railroads in 
the Southern district for the first two months in 1927 amounted to 
$134,912,627, a decrease of 8.4 per cent under the same period the year 
before while operating expenses totaled $103,401,642, a decrease of 
4.4 per cent. 

The net railway operating income of the Class I railroads in the 
Southern district in February amounted to $11,759,595, while in the 
same month in 1926 it was $13,665,639. 


Western District 


Class I railroads in the Western district for the first two months 
in 1927 had a net railway operating income of $43,915,596, which was 
at the annual rate of return of 3.67 per cent on their property invest- 
ment. For the first two months in 1926, the railroads in that district 
had a net railway operating income of $43,835,243, which was at the 
annual rate of return of 3.73 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Western 
district for the first two months this year amounted to $337,400,186, 
an increase of 1.9 per cent over the same period last year while oper- 
ating expenses totaled $262,258,019, an increase of 1.6 per cent com- 
pared with the first two months the year before. 

For the month of February, the net railway operating income of 
the Class I railroads in the Western district amounted to $22,832,874. 
The net railway operating income of the same roads in February, 
1926, totaled $21,157,810. 


Class |! Railroads—United States 
Month of February 


1927 1926 
Total operating revenueS...............ceceee0. $468,994,433 $460,673,256 
Total operating expenses...............0.0008 361,472,855 360,899,940 
J. gle ste ere 28,684,908 28,300,777 
Net railway operating income............... 70,045,386 63,377,761 
OCMOrAtines TATIO—POF CORE. o6.0.00c ccc ccccispcccic 77.07 78.34 
Rate of return on prop. investment—per cent 4.93 4.58 

Two months ended February 28 

Total operating revenues..................... $955,998,770  $942,175,286 
Total operating expenses..................... 748,962,217 739,880,413 
«REARS TE Sel AE aaa area Otel 58,023,140 56,963,106 
Net railway operating income................ 131,624,080 129,166,711 
Operating ratio—per cent.................-. 78.34 78.53 


Rate of return on prop. investment—per cent 4.56 4.59 
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Where Simplification of Tariffs Should Begin.—In last 
week’s conference on the proposed revision of the tariff pub- 
lication rules nothing was made more plain than that tariffs are 
as they are because the voice of authority, in respect to rates, 
comes from so many directions that the incredibly flexible 
English language is almost unequal to the task of harmonizing 
the conflicting voices. The tariff makers are but reporters. 
They do not make rates. They undertake to tell the public 
what the voices of authority are saying, and do it in few 
volumes. Foolish effort. Simplification can be brought about 
by the publication of more, not fewer, tariffs. List the number 
of authorities that speak on the subject and set for yourself 
the task of getting out one book that will tell the truth about 
so simple a thing as canned goods from the Pacific coast to 
points east of the Mississippi. First, of course, is the national 
authority. If it could or dared, in a law sense, it might say 
what the rate should be from every point of origin to every 
destination. But it dare not, in a law sense, because all the 
railroads needed to carry from all origins to all destinations 
are not under one management. Then comes the voice of au- 
thority from the group known as transcontinental carriers. 
Nominally, the national authority can fix the absolute rate in 
each instance. As a practical matter the national authority 
must consider each railroad company because it is entitled to 
rates to keep it alive. Some of those that naturally would be 
included in routes do not want the business at the rates sug- 
gested for application over their rails. Therefore, there must 
be exceptions to meet the objections. Each state has the power 
to make rates on canned goods from points of origin in its 
territory to destinations in its domain. That means more 
exceptions, due to another voice. Then along comes the na- 
tional authority again, with the fourth section to say that routes 
70 or more per cent circuitous may not have fourth section 
relief. That means more exceptions. Some railroads having 
lines more circuitous than 70 per cent are willing to forego 
fourth section relief, wherefore more exceptions. Some are 
willing and some are not to meet water competition. More ex- 
ceptions. And all these things before the canned goods rate 
gets to the Mississippi. Central territory, Trunk Line and New 
England lines also have voices of authority. Some will have 
this and some will have something else. Long before the traffic 
gets to Pittsburgh the simple thing has got to a point where 
it resembles the kitten lying on its back and playing with a 
spool of silk. Language has not been created that can express 
in few words the limitations and exceptions the different au- 
thorities compel the rate reporters, otherwise known as tariff 
makers, to set down. Sometimes the same voice of authority 
speaks contradictorily on the same subject. For instance, the 
Rock Island, on grain from the Panhandle of Texas, has un- 
limited fourth section permission to meet the rates made by the 
Fort Worth and Denver City, the short line. Other circuitous 
lines are subject to the 70 per cent circuity rule. As if that 
were not eenough, Texas authorities have intervened with a 
big blanket on intrastate rates, using a scale prescribed by the 
Commission intended for shorter hauls. By bob-tailing that 
scale, the Texas authorities have added to the troubles of Fonda 
and others whose duty it is to put into plain English, on a few 
pages, a complicated mess which the government officials should 
themselves straighten out before asking anybody to report what 
they have done in the form of a tariff. The Commission’s tariff 
men, it may be suggested, are not big enough to use the big 
stick to make their bosses show consistency always. All they 
can do, other than to point out the foolish situations, is to ham- 
mer the tariff publishing agents to think harder for simple forms 
of expression. As T. T. Webster, chairman of the National 
Industrial Traffic League committee, indicated, shippers are get- 
ting tired and pining for a return to the style of finding rates 
of a shipper using the lowest rate he can find, by making com- 
binations, regardless of what they may be called. As the matter 
now stands, the man who pays the bill is forbidden to make 
combinations because of limitations put on them by rules pre- 
scribed by the Commission or published in tariffs allowed by the 
Commission to be filed. It may be true that such a rule would 
give the shipper having the most acute traffic man an advantage, 
but it may be suggested that any business that tries to get along 
without a competent traffic manager deserves to lose money so 
long as conflicts of authority are permitted to harass men who 
are trying to do business. 





Technically Minute Commission Reports.—Some of the re- 
Ports the Commission puts out are just about as complicated 
as the tariffs, the simplification of which the Commission de- 
sires. They contain so many details, that, in the final analysis, 
seem to have no bearing on the decision at all. Commissioners 
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seem not to have the time to write the reports in the simple 
language some of their predecessors employed. Therefore, un- 
digested chunks of examiner reports are thrown out as the work 
of the Commission. There are many examiners competent to 
write reports in which the final issues are stated in few words. 
Seemingly, however, the Commission does not encourage them 
to go ahead and tell the story of the case in sentences not 
burdened with a row of rates. Examiners, of course, do not 
like to be criticized by litigants who think they have made 
important points that have been ignored. They can get around 
criticism of that sort by reciting a lot of things that will show 
somebody that they have read the record and laboriously set 
down things that in the end seem to prove nothing. Instead of 
illuminating discussions, the readers of reports get a lot of 
things they may infer have a bearing on the disposition of the 
matter in hand. There is a maximum of such recitals but a 
minimum of the direct declaration that “we find so and so be- 
cause of this and that,’ which is something that conveys a 
definite idea. So many of the reports leave those interested 
to guess why the decision was made that, with few exceptions, 
the reports are without snap and are invitations to the reader 
to infer the reasons for the decision. Supreme Court decisions 
are models in many ways. The justices may tell their secre- 
taries to get up the outlines of their decisions, but, if so, they 
take those outlines and fill in so that the reader gets a picture 
of a man, a pig, or a goat, not merely the materials out of which 
he may construct the beginning of a zoological park. 





Indians Inclined to Be Stand-patters.——Every now and then 
some man drawing a living from the government of the United 
States makes a disclosure that tends to raise the question 
whether we, after all, are such world beaters. A few days ago 
the Board of Indian Commissioners announced that from 60,000 
to 100,000 American Indians, citizens of the United States, who, 
though environed by Christian civilization, neighbors of avowed 
Christian white citizens, within comparatively easy reach of 
Christian churches, “are nevertheless to all intent and pur- 
poses, still pagans.” That announcement was made just about 
the time the Hoover part of the executive branch of the gov- 
ernment was telling Americans how good they were in building 
trucks for export, February having been the red letter month. 
In that month United States factories sent abroad 10,120 trucks, 
a gain of more than 72 per cent over February of last year. 
Seemingly, the foreigner thought more of our trucks than the 
aboriginal American thought of the white man’s religion. But 
the Indian commissioners, after all, did not make such a great 
point of the paganism of the red man. They pointed out that, 
while a large percentage of the Indians (there are about 349,000 
of them) were still pagans, fully one-third of the white folks 
in the country could not be included in the list of members of 
the Christian organizations. A good many of those who have 
studied the doings of white men to the property of Indians 
marvel that so many Indians profess to be Christians. 





Treaty “Bunk” Spilling Continues—Americans seem really 
less conscious of the great change they made in human govern- 
ment when they adopted the Constitution in 1789 than any other 
well informed beings. One of the Americans who, seemingly, 
is not fully conscious of the vast change, is Representative Allen J. 
Furlow, of Minnesota. A speech made by him in behalf of the 
Great Lakes-St. Lawrence waterway is being circulated now, 
presumably to keep that project alive between sessions of Con- 
gress. In it he discusses the 1871 treaty between the United 
States and the United Kingdom, in which the contracting parties 
exchanged rights of navigation, in favor of British subjects, in 
so far as Alaskan rivers were concerned, and the St. Lawrence 
in so far as Americans were concerned. “The right to navigate 
the St. Lawrence cannot be abrogated,” said Mr. Furlow, be- 
cause, he said, the language of the treaty is that the exchange 
of rights shall be “forever.” The point is that, under the 
American Constitution, a treaty is no more sacred than a statute, 
whatever it may have been under an absolute monarchy. An 
inconsistent statute later than a treaty must be _ enforced. 
Otherwise, a combination of the President and the Senate is 
more powerful than the President, the Senate, and the House of 
Representatives. A declaration of war, which can be made only 
by bill or joint resolution, would give the President the power 
and the duty of excluding British subjects from the Alaskan 
waters, pending the revamping of the treaties, all of which, 
in fact, if not in name, would be set aside by the fact of war 
which the bill or joint resolution recognized. A treaty is good 
for only what effect the parties thereto desire to give it. The 
treaty of Guadeloupe Hidalgo, by means of which Mexico and 
the United States brought their war to an end, solemnly sets 
forth in the preamble that never again will they go to 
war, but that, in the name of Almighty God, they will submit 
all their differences to arbitration. The right to navigate the 
St. Lawrence is to last “forever’—unless sooner terminated by 
agreement, the latter voluntarily or at the point of a gun. But 
American speech-makers, seemingly, feel loath to set forth the 
fact that the Constitution of the United States terminated the 
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divine right of kings to make agreements to last “forever.” 
Even in the heydey of kings, “forever” meant until they changed 
their minds. 





Oil People Also Find Discordant Voices.—The common Car- 
riers by pipe line, in their hearing before Examiner Bunten this 
week, showed that they, like the railroad tariff publishing agents, 
are sufferers by reason of the refusal of government agencies to 
be in accord with each other. If the Commission follows the 
recommendation of its depreciation section, the pipe lines will 
have to keep two sets of books, one for the tax collectors and 
another for the rate fixers. The small amount of regulating which 
the Commission does of the pipe lines suggests the thought that 
requiring them to keep books as if they were beneficiaries of 
section 15-a or any of the other parts of the law intended to 
put or keep the railroads on their feet is about as ludicrous 
a development as could be imagined. At this time it is possible 
to recall only one pipe line rate case since, in 1914, the Su- 
preme Court of the United States decided that pipe lines were 
common carriers, whether they wanted to be or not. Yet the 
changes in the law since 1915, when the presently used deprecia- 
tion rules were prescribed, is the reason for what is going on 
now. Duplication of effort is one of the things about which the 
governmental departments have been criticized in Congress, in 
the magazines, and in the newspapers. Secretary Hoover, for 
years, has been calling in business men to tell them how scan- 
dalous it is for them to forget uniformity and insist on having 
no standards for screw threads or other things of every-day 
use, the result being waste, which he has been trying to elimi- 
nate. The oil people told Examiner Bunten that their experi- 
ence was that, when one branch of the government was told 
that what it was doing conflicted with what some other branch 
was doing, the usual answer was that the one addressed did 
not care what the other agency was doing—that it was going 
to do as it pleased and that the listener had better have a care 
that he fully observed the rules of the omnipotent one speaking. 
—A. E. H. 


TARIFF CIRCULAR CONFERENCE 


The Trafic World Washington Bureau 


The conference between the representatives of the Commis- 
sion, under the chairmanship of George Crosland, assistant 
director of the Commission’s bureau of traffic and the railroad 
tariff publishing agents, for whom spokesmen were designated 
for particular tasks, begun April 4, began showing speed on 
April 7 when Rule 9 was reached. Progress was faster than in 
the early part of the conference notwithstanding that that rule 
is to the tariff publishing agents much like a compass to the 
mariner. 


Objections were raised to Rule 9(g), which, as proposed, 
would require that when a supplement of five or more pages 
was to be issued it would have to be issued with a table of 
contents and indexes. J. E. Johanson, in particular, argued with 
the Commission men that it was simpler to have an index to 
the main part of the tariff to serve as an index to the supple- 
ments in the case of items indexed in the main tariff. In such 
a tariff it was pointed out that if a shipper were interested in 
item 995, all he needed to do was to look in each supplement 
for that item. If a change were carried in the first supplement 
it would appear as item 995A. There was no dispute as to the 
necessity for an index to new items in the supplement. 


G. A. Moller said that it would not be possible to re-issue 
concurrences and powers of attorney adopted by a carrier or 
a receiver in any case in which anything other than the smallest 
road was involved, in the 90 days proposed by the Commission 
men. The carriers asked for 120 days. He said that in the 
case of the receivership of the St. Paul it took six months to 
check out the concurrences and powers of attorney adopted by 
the receivers for that property. He suggested that if a time 
limit were set it be made so as to provide for what had to be 
done in important cases. 


Idiosyncracies produced by rules proposed for the issuance 
of tariffs in the case of suspension orders and the issuance of 
vacation or cancellation of suspension orders were also pointed 
out by L. E. Kipp, W. L. O’Neil and T. Clement Beck. Mr. 
O’Neil suggested that single page supplements should be allowed 
in cases where rates were being established under Rule 77 so 
there would be no delay, without regard to the size of the tariff 
or the supplemental matter. Delay, he pointed out, meant simply 
that the shipper would have to bring a claim to the Commission 
for refund down to the basis of the rate published, in accordance 
with Rule 77, on one day’s notice. Mr. Beck said that many 
offices had facilities for issuing the tariff the day the request 
was received, if there were no restrictions on the number of 
such single sheet supplements, whereas to comply with the 
requirements of the proposed rule, in many cases would take 
four or five days. 


Relatively small matters were discussed on the fifth day of 


the conference. Most of the questions were raised for the pur- 
pose of bringing about interpretations by the Commission men, 
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so that the tariff men might know what end was in view when 
the revision was put into the form submitted to them. One of 
the things brought out in connection with Rule 10 was that the 
Commission men were trying to bring about a distinct line of 
demarcation between tariffs and classifications; that is, to con. 
fine exceptions to rules in the classification .to the classification 
and not have them carried in the tariffs. That question raise 
the query as to whether a so-called exception was an exception 
or a direction as to the application of the rates. In nearly all 
such matters the Commission men said they would take under 
consideration the representations made by the tariff men. 

Some tariff men objected to what to them seemed an effort 
on the part of the Commission men to compel them, in their 
guide books, to make tariff references to the transit and termina] 
tariffs so that if such tariffs were reproduced in parts of the 
guide books, “for information only” as they usually are, there 
would be definite identification. Others took the position that 
the revised rule on that subject would not cause any hardship 
because no shipper would have a right to infer that the guide 
books were the last word in the matter of charges for such serv- 
ices because the guide books were not issued as often as tariffs 
and that those interested would inquire as to whether there were 
later supplements on the subject when they saw that what was 
given in the guide book that was being used was “for informa- 
tion only.” 

The formal consideration of the proposed revision of Tariff 
Circular 18-A was finished at the afternoon session of April 8, 
but many of the tariff men remained in Washington after that 
day for informal talks among themselves and with the tariff 
men of the Commission about various points, so that they would 
be certain when they came to formulate their counter proposals, 
with a view to further formal conference, they would know 
exactly what the Commission men were trying to get at. The 
matter now stands that a committee of the tariff men repre- 
senting the railroads shall put forth a definite routing instruc- 
tion rule, that it shall be submitted to the National Industrial 
Traffic League committee and then that the revised rule shall 
be subjected to a further formal conference in which all parties 
in interest shall participate. ~ 


FOURTH SECTION ACCUSATIONS 
The Trafic World Washington Bureau 


For the first time since the insertion of that provision in 
the interstate commerce act in 1910, proceedings have been in- 
stituted for alleged violations of the aggregate of intermediate 
rates provision of section 4. 

The Commission’s bureau of inquiry has procured the filing 
of informations, at Harrisonburg, Va., against the Atlantic Coast 
Line Railroad Company, Norfolk & Western Railway Company 
and the Winston-Salem Southbound Railway Company. The ma- 
terial allegation made in these informations is that the joint 
through carload rate charged on structural steel, shipped from 
Roanoke, Va., to Sanford, Fla., in the early part of 1926, was 
unlawful to the extent that it exceeded the aggregate of inter- 
mediate rates based on Jacksonville, Fla. 

It is understood among those interested in the effort of the 
Commission to have fourth section situations cleared up that 
the intention of those in charge of prosecutions is to call the 
Tailroads to account only in the most flagrant cases. In other 
words, that there will be no attempts at proceedings under the 
criminal part of the statute where there is a question as to 
whether the situation in review constitutes a departure from 
the fourth section that is not protected. 

Another understanding on the subject is that the Commis- 
sion, by these resorts to the criminal part of the law, hopes to 
force the higher executives to give attention to fourth section 
matters, at least to the extent of requiring their subordinates 
to make an effort to remove the obvious departures without any 
delay whatever. 

Instances have been brought to the attention of the Com- 
mission in which departures were allowed to continue even 
after shippers had asked for their removal prior to the making 
of shipments, the shippers desiring to be saved from the neces- 
sity of making formal complaint. In such cases, it is under- 
stood, the carriers will be allowed to explain their derelictions 
to the judge and find out whether he can imagine a reason for 
failure to bring rates into line good enough to save the offender 
from the payment of a fine. 


OREGON CONSTRUCTION CASE 


In No. 14932, construction of railroad lines in eastern Ore- 
gon, Public Service Commission of Oregon vs. Central Pacific 
et al., the Commission has granted a petition of the Oregon 
Trunk Railway for an extension of the time prescribed in the 
Commission’s supplemental report of February 15, 1927 (see 
Traffic World, March 5, p. 600), within which the Oregon Trunk 
was required to notify the Commission whether the terms pro- 
posed by the Southern Pacific Company were acceptable or to 
except to them as not consistent with the Commission’s con- 
clusions or with proper usage in trackage agreements. The 
time referred to was extended to April 25. 
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POWDER RAW MATERIAL RATES 


The Commission, by division 3, in No. 14632, Apache Powder 
Co. vs. Atchison, Topeka & Santa Fe et al., mimeographed, has 
found not unreasonable or otherwise unlawful carload rates on 
paraffine wax from Casper, Wyo., and on crude glycerine from 
Chicago, Ill., Kansas City, Mo., Galveston, Texas, and Berkeley, 
Calif., to Curtiss and Kennard, Ariz. It has found the carload 
rates on paraffine wax unreasonable, from Ponca City, Okla., 
and nitrate of soda from New Orleans, La., Galveston, Texas, 
and San Pedro and Wilmington, Calif., to the named Arizona 
destinations, awarded reparation, and prescribed new rates to 
be made effective not later than May 27. 

Carload rates on sulphur from Gulf Hill, Texas, to the Ari- 
zona points were found unreasonable and reparation was 
awarded, The report said the allegations of undue preference 
and prejudice had not been sustained. 

The complainant, a manufacturer of explosives at Curtiss 
and Kennard, Ariz., alleged the rates on wax from Ponca City 
and Casper, sulphur from Gulf Hill, crude glycerine from Chi- 
cago, Kansas City, Galveston, San Pedro and Wilmington to, 
Curtiss and Kennard, and the minimum weight on nitrate of 
soda from Galveston and New Orleans were unreasonable, and, 
as compared with rates from San Francisco and rates and 
minimum weight on nitrate of soda from California ports to 
Bacchus, Utah, unjustly discriminatory and unduly prejudicial. 
Rates for the future and reparation were sought. After saying 
that the allegation of undue prejudice and preference had not 
been sustained, the Commission said: 


We find that the rates assailed on paraffine wax from Casper 
and £ crude glycerine from all points of origin were not and are 
not reasonable, and that the present rate on sulphur from Gulf 
Hill is not unreasonable. 

_ We further find that the rates assailed on_sulphur from Gulf 
Hill were, and on paraffine wax from Ponca City and nitrate of 
soda from San Pedro, Wilmington, Galveston, and New Orleans were, 
are, and for the future will be unreasonable to the extent that 
the rates on sulphur exceeded, and the rates on paraffine wax and 
nitrate of soda exceeded, exceed, or may exceed the following rates 
based on the present minimum weights for the period shown: 
— — 


Commodity ( ) 
Paraffine wax, from Ponca City, Okla............. $1.0314 $0.93 
Burpmur, LrOm Gull Be VOR icc. ciskcccciscse ccc wesc 66% -60 
Nitrate of soda, from_Wilmington, Calif........... 4414 .40 
Nitrate of soda, from Galveston, Tex................ 66% .60 
Nitrate of soda, from New Orleans............+.++- oW2 .65 





*Prior to July 1, 1922. 
tOn and after July 1, 1922. 


We further find that complainant made shipments of the com- 
modities in question, and paid and bore the charges thereon at the 
rates herein found unreasonable; that it has been damaged thereby 
in the amount that the charges paid exceeded those which would 
have accrued at the rates herein found reasonable; and that it is 
entitled to reparation, with interest. Complainant should comply with 
rule V of the Rules. of Practice. 


SHORT HAUL STEEL RATES 


The Commission, by division 1, in No. 17204, Concrete Steel 
Company et al. vs. Baltimore & Ohio et al., mimeographed, found 
the rates on manufactured iron and steel articles, from Youngs- 
town, Newton Falls and Niles, O., and points grouped therewith, 
to Buffalo, N. Y., and points grouped therewith, and other desti- 
nations in western New York and in northwestern Pennsylvania, 
unreasonable and unduly prejudicial. It said the complainants 
had not shown themselves damaged by the undue prejudice but 
awarded reparation on account of the unreasonableness. 

The points of origin are in the Mahoning and Shenango 
valleys. The complainants and interveners asked for the pre- 
scription of the Jones & Laughlin scale rates. The hauls in- 
volved varied from 90 to 180 miles. The order requires the car- 
riers to establish rates, not later than June 17, in accordance 
with a scale set forth. The report said the small record in the 
instant case did not warrant the ordering of rates in accordance 
with the Jones & Laughlin scale. Under that scale rates for dis- 
tances from 90 to 180 miles would range from 14 to 19 cents. 
The rates prescribed in this case start with 18.5 cents for hauls 
of 90 miles but not more than 100 miles. At not exceeding 120 
miles the rate is 19 cents. For each additional twenty-mile 
block a cent is added, the maximum distance and rate being 
180 miles and 23 cents, respectively. 

The complainants were Concrete Steel Company, Fitzsimons 
Company, Newton Steel Company, and Truscon Steel Company. 
They have plants at Newton Falls and Youngstown, O. The 
Falcon Steel Company and Thomas Scott Steel Company, by 
what the report said might be called intervening petitions, filed 
at the hearing, attacked the rates from their plants at Niles, O. 
The first group alleged the rates were and are unreasonable, 
unjustly discriminatory, unduly prejudicial and in*excess of the 
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Decisions of Interstate Commerce Commission 


Pe 


aggregate of intermediates in violation of the first four sections. 
The prayers of both groups were for reparation since June 1, 
1923, and new rates for the future. 

Addition of Niles and demand for reparation by parties not 
named in the original complaint and objections raised by the 
carriers raised an issue as to rules of practice and the rights or 
parties in cases in which there are interveners asking for rep- 
aration to which the report devoted considerable attention. 
Niles is in the same group as the other points of origin, the 
whole constituting a single industrial community, from which 
the same rates on iron and steel were generally applied. In the 
course of the discussion of the case, the Commission reviewed 
what had been done in the cases involving the so-called short- 
haul iron and steel rates, ending with the conclusion that new 
rates should be prescribed in accordance with a scale beginning 
with 18.5 cents. On the question of practice and the rights of 
parties under the conditions named, the report said: 


A preliminary question is in the record. The intervening peti- 
tion, in the form of the complaint supplemented by addition of 
the two other shippers and the further named point of origin, in- 
dividually seeks relief against the rates from Niles and reparation 
on the interveners’ shipments from that point to the same destination 
territory. Over defendants’ objection that it broadened the issues 
the presiding examiner permitted it to be filed, and defendants noted 
an exception. They also objected to the admission of any evidence 
in the interveners’ behalf. That they have not pressed their ob- 
jection further is presumably due to the fact that the examiner’s 
proposed report was favorable to them on the merits and recom- 
mended dismissal of the complaint. 

The rates from Niles, as a point grouped with Youngstown, 
Newton Falls. and others, had already been assailed in the com- 
plaint itself. The intervening petition, therefore, set up no new 
issue in that behalf, as to which the defendants had not had op- 
portunity to prepare their defense. It did, however, raise one ad- 
ditional issue, namely, reparation sought by parties newly come into 
the case. In Becker, Moore & Co. vs. N. Y. C. R. R. Co., 104 I. C. C. 
11, we rejected a contention that certain intervening petitions seek- 
ing reparation, two of which were filed at the hearing, unduly broad- 
ened the issues, similar relief not having been sought in the com- 
plaint, and cited Investigation of Alleged Unreasonable Rates on 
Meats, 28 I. C. C. 332, 335, to support the conclusion. A reexamina- 
tion of the latter case discloses that it did not deal with the present 
question. A separate wrong to a shipper other than the complainant, 
although founded upon the imposition of the same unlawful freight 
rate, is a distinct issue, and the redress of that wrong by an award 
of reparation must depend upon competent evidence particularly re- 
lating thereto. To assume in this case that the defendants, had 
they been seasonably forewarned of the additional issue, would have 
been unable to develop evidence to controvert the interveners’ claim 
of reparation due would be to deny defendants their day in court. 
This we may not do. 

At the same time, while we conclude that the quest for repara- 
tion by these interveners, first made known when the case was called 
for hearing, did unduly broaden the issues presented by the com- 
plaint within the contemplation of Rule II (1) of our Rules of 
Practice in such circumstances, the objection is one the defendants 
were and are at liberty to waive. Because this may yet be done 
we will here make the findings concerning the reparation which the 
present record supports. If the defendants then still stand upon their 
objection, the interveners may petition for a further hearing upon 
that issue, of which the defendants have now had abundant. notice. 


PIPE AND GAS ENGINE RATES 


The Commission, by division 3, in No. 17537, Standard Oil 
Company of Louisiana vs. Chicago, Rock Island & Pacific et al., 
mimeographed, has made a finding of unreasonableness and 
awarded reparation on account of rates on wrought iron pipe, 
well-drilling rigs, oil-well supplies and outfits and steel tanks, in 
carloads, from and to points in Louisiana and Arkansas, It has 
found not unreasonable or unduly prejudicial, rates on gas 
engines, steam engines and boilers, in straight carloads, from 
points in Louisiana to destinations in Arkansas. 

The complaint alleged the rates from and to points in north- 
ern Louisiana and southern Arkansas on both groups of commod- 
ities were unreasonable, unjustly discriminatory, unduly preferen- 
tial and prejudicial and in violation of the long-and-short-haul part 
of the fourth section. New rates and reparation on 47 shipments 
made between November 27, 1922, and November 11, 1923, were 
requested. As to the pipe, well-drilling rigs and things in the 
first mentioned group, the complainant contended they were 
unreasonable to the extent they exceeded the rates prescribed 
in Memphis-Southwestern Investigation, 77 I. C. C. 473. As to 
boilers it made a like contention, claiming they should not have 
been rated higher than the well-drilling rigs, pipe and so fourth. 
As to the steam engines it contended the rates thereon were 
unreasonable to the extent they exceeded the rates on gas 
engines in straight carloads. 

Commissioner Woodlock concurred in the finding as to the 
engines. He said he was not convinced as to the other group 
of commodities, especially as to reparation. His thought was 
that the 9702 scale was not the full measure of maximum rea- 
sonableness and said he thought the Commission should not 
have awarded reparation in previous cases to the basis of that 
scale. 
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The discussion on the final issue and findings are as follows: 


The carriers oppose any award of reparation in this case, partic- 
ularly to the basis established under the Memphis-Southwestern In- 
vestigation. This, they say, was such a general readjustment as to 
come within the rule usually followed by us where we have denied 
reparation to the basis of lower rates fixed under general readjust- 
ments covering wide territories. 5 

The issues in this case, particularly in respect of pipe, oil- 
well supplies and outfits, and steel tanks, and the evidence pre- 
sented by the various parties, are practically the same as those con- 
sidered by us in a number of recent cases dealing with the rates on 
these commodities between points in the same general territory, in 
which reparation has been awarded to the basis established under the 
Memphis-Southwestern Investigation. Crawford & Sebastian vs. 
Cc. R. I. & P. Ry. Co., 92 I. C. C. 453; Texas-Pacific Coal & Oil Co. vs. 
T. & P. Ry. Co., 95 I. C. C. 625; Humble Oil & Refining Co vs. M. P. 
R. R. Co., 95 I. C. C. 709; Parkersburg Rig & Reel Co. vs. C. R. I. & P. 
Ry. Co. 96 I. C. C. 99, and others. In other cases, where the scales 
were not used as a basis for reparation, particular circumstances 
warrantd different conclusions. Texas Co. vs. K. C. S. Ry. Co., 96 
I. C. C. 81, Parkersburg Rig & Reel Co. vs. M. P. R. R. Co., 93 
Sp. Cc... Ge. 

The only evidence introduced in support of the allegation that 
the rates charged on the gas engines and boilers, in straight carloads, 
and those applying on steam engines, in straight carloads, were and 
are unreasonable. was a showing that these articles could be mixed 
with other oil-well supplies at the rates applying on the latter de- 
scription, and that lower rates have been established on gas engines 
since the shipments moved. Complainant urges that the maintenance 
of rates on these commodities in straight carloads on a higher basis 
than when included in shipments of oil-well supplies and outfits is 
an unreasonable practice and should be condemned. 

Class A rates apply on boilers and gas or steam engines in 
straight carloads throughout practically the entire southwestern ter- 
ritory. That basis was prescribed in the Memphis-Southwestern In- 
vestigation, supra, and’ the evidence here presented does not war- 
rant a different finding. 

We find that the rates assailed on boilers, gas engines and steam 
engines were not, and are not, unreasonable or unduly prejudicial. 
Following the Crawford & Sebastian and other cases cited, and upon 
the record, we further find that the rates charged on the shipments 
of wrought-iron pipe, oil-well supplies and outfits, including well- 
drilling rigs, and steel tanks were unreasonable to the extent that 
they exceeded those which would apply under the scale of rates and 
minimum weights prescribed in the Memphis-Southwestern Investiga- 
tion, supra, based on the distances over the routes of movement. 
Complainant should comply with rule V of the Rules of Practice. 


CLASS RATES FROM BLUEFIELD 


The Commission, by division 3, in No. 17028, Traffic Bureau, 
Bluefield, W. Va., vs. Norfolk & Western et al., mimeographed, 
has found unreasonable and unduly prejudicial class rates on 
interstate traffic from Bluefield, W. Va., to destinations in West 
Virginia on the Virginian between Princeton and Oak Hill Junc- 
tion, W. Va., to the extent they exceed a mileage scale therein 
set forth. Rates in accordance with that scale are to be made 
effective not later than May 27. 

Rates to the affected territory, the report says, are full 
combinations on Matoaka. On less than-carload traffic there is 
in addition a transfer charge, at Matoaka, of 3 cents per 100 
pounds. The rates from Princeton, the report said, were made 
in the same way. The Princeton Chamber of Commerce and 
the Princeton Merchants’ Association intervened in opposition 
to the relief unless similar relief was accorded to Princeton on 
traffic from that point to destinations on the Norfolk & Western. 
The report said the interveners introduced no evidence. 

In ‘lieu of the combinations now in effect the complainant 
proposed joint rates to destinations on the Virginian, con- 
structed by adding to the local distance rates of the Norfolk & 
Western 3 cents on the first four classes and 1.5 cents on the 
other classes. 


Bluefield is on the main line of the Norfolk & Western. A 
branch of that, carrier extends from Bluefield through a part of 
Virginia to Matoaka, W. Va., 27 miles, where it connects with 
the main line of the Virginian. The line of the Virginian ex- 
tends north from Matoaka to a connection with the Chesapeake 
& Ohio at Deepwater, W. Va. The Chesapeake & Ohio extends 
westward from Deepwater to a connection with the Norfolk & 
Western at Kenova, W. Va. Rates in that section of West Vir- 
ginia and the adjoining part in Virginia, in this case, were com- 
pared with the local distance scale of the Norfolk & *Western, 
the Virginian and the Chesapeake & Ohio, and with central ter- 
ritory scales, showing considerable disparity between the rates 
assailed and the local distance scales. In disposing of the case, 
the report said: 


Joint rates are in effect on some traffic from Bluefield to des- 
tinations on the Virginian but defendants state that as a general 
rule rates from points on the Norfolk & Western as well as from 
points on the Chesapeake & Ohio to destinations on the Virginian 
are on the full combination. In Was-Cott Corp. vs. K. G. J. & E. R. R. 
Co., 109 I. C. C. 468, we found unreasonable class rates made by 
combination on Matoaka, applicable on beverages in less than car- 
loads, from Tazewell, Va., to destinations in West Virginia on the 
Virginian and the Kanawha, Glen Jean & Eastern, and prescribed 
reasonable rates for the future. Tazewell is about 19 miles southwest 
= + om on a branch of the Norfolk & Western extending to Nor- 
on, Va. 

The present disparity between the rates here assailed, on the one 
hand, and the local distance rates of the Norfolk & Western and 
the Virginian and the joint rates from Chesapeake & Ohio points 
to Virginian destinations on the other hand, is. clearly unwarranted. 
Transportation conditions throughout this territory are substantially 
the same. The evidence justifies the conclusion that the rates from 
Bluefield are unreasonable but does not establish that reductions 
should be made to the extent proposed by complainant. 
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We find that the rates assailed are unreasonable and unduly 
prejudicial to the extent that they exceed or may exceed rates 
for the respective distances shown in the following table: 


RATE 
Class 
Distance 1 2 3 4 5 6 

30 miles and over 20........57 43.5 36 30.5 ah.0 18.5 
40) miles and over 30........ 64.5 51 41.5 32.5 23 20.5 
50 miles and over 40........ 4<d 59.5 45.5 34 25.5 22 
60 miles and over 50........ 76 63 49 36.5 26.5 24.5 
70 miles and over 60........80 66 53.5 37.5 29 24.5 
80 miles and over 70........ 83.5 70 57.5 39.5 31 25.5 
90 miles and over 80........ 87 74.5 61 42 32.5 25.5 


0 Oot 
This finding is without prejudice to further changes which later 
may be found necessary under any general adjustment of class rates, 


OVERCHARGES ON GRAVEL 


The Southern Railway has been directed to refund over- 
charges found by the Commission in No. 16799, Allen Gravel 
Company vs. Chicago, Rock Island & Pacific et al., mimeo- 
graphed, by division 3, on a finding that rates charged on gravel 
from Gravel Siding, Miss., to destinations in Arkansas were in- 
applicable. Rates charged on shipments made since September 
8, 1924, were in issue. The report said the rates charged were 
combinations of the rate from Gravel Siding to Memphis and 
the rate from Memphis to destination, the latter factor having 
been the same as the rate on gravel prescribed in Memphis- 
Southwestern Investigation, 77 I. C. C. 473. Continuing, the 
Commission said: 





The factor from Gravel Siding to Memphis was published in tariffs 
of defendant Southern Railway, which provided that the rates on 
gravel published therein were subject to the rules for constructing 
combination rates in Agent W. J. Kelly’s Trf. I. C. C. No. U. S. 1, 
except as otherwise indicated. The tariffs publishing the factors from 
Memphis to Arkansas destinations did not refer to the Kelly tariff. 

Complainant contends that the applicable rates were not the 
straight combinations of rates to and from Memphis, which were 
charged, but were the combinations on Memphis reduced in accord- 
ance with the provisions of the Kelly combination rule. The Kelly 
combination rule provided for a deduction of 30 cents from each of the 
factors and for the addition of 30 cents to the sum of the remainders 
to determine the through rate. 


Defendants contend that the Kelly combination rule m@; be 
applied only when each tariff in which the factors of the combina- 
tion rule are published refers to the Kelly tariff, and that all car- 
riers over whose lines the factors of the combination rates apply must 
be named as participating carriers therein. Similar contentions have 
been rejected in Sligo Iron Store Co. vs. W. M. Ry. Co., 62 I. C. C. 
643, 73 I. C. C. 551, Armour Fertilizer Works vs. S. Ry. Co., 93 
I. C. C. 186, Hardwick Stove Co. vs. S. Ry. Co., 100 I. C. C. 409, and 
other cases. All shipments on which the full combination rates on 
Memphis were assessed were overcharged. 


The rates charged were $1.69 to Tyronza, Clarkdale, and Marked 
Tree, Ark., $1.79 to Lepanto, Ark., and $1.59 to Hulbert, Ark. They 
were made up of factors of 79 cents from Gravel Siding to Memphis, 
90 cents from Memphis to Tyronza, Clarkdale, and Marked Tree, 
$1 from Memphis to Lepanto, and 80 cents from Memphis to Hulbert. 
The applicable rates were, and are, $1.39 to Tyronza, Clarkdale, and 
Marked Tree, $1.49 to Lepanto, and $1.29 to Hulbert. 


Complainant also contended that the rates charged were 
unreasonable to the extent that they exceeded the combinations 
of rates on Memphis reduced under the provisions of the Kelly 
rule, and asked for rates for the future on that basis. The Com- 
mission said that, as the applicable rates under its findings were 
the same in amount as the basis to which reparation and rates 
for the future were asked under the allegation of unreasonable- 
ness, it was unnecessary to pass on the alleged violation of sec- 
tion 1. In its findings, the Commission said: 


We find that the rates charged on shipments of gravel, in car- 
loads, from Gravel Siding, Miss., to destinations in Arkansas, since 
September 8, 1924, have been inapplicable and that the applicable 
rates were, and are, the combinations of the rate from Gravel Siding 
to Memphis, and the rates from Memphis to destinations in Arkansas, 
reduced in accordance with the provisions of the rule for con- 
structing combination rates in B. T. Jones’ Tariff I. C. C. No. U. S. 1, 
formerly published by Agent W. J. Kelly. 


Commissioner Hall, concurring, said: 


As I now. see it, our finding in the Sligo case, and in those which 
followed it, that rates made by use of the combination rule were 
applicable was erroneous. A carrier can neither be required, nor 
permitted, to charge more or less than its published rate for a given 
service, because some other carrier has made a “holding out’’ in its 
tariffs that a higher or a lower rate than the rate so published will 
apply for that service. Such a ‘holding out’’ is analogous to mis- 
routing in the sense that the carrier so “holding out’’ must bear the 
consequences of that act without contribution from the other car- 
riers which participated in the movement, but did not participate 
by any tariff publication in assuring shippers that the combination 
rule would apply. It follows that, in my own view, the rates pub- 
lished for the haul beyond Memphis were, and will be, applicable, 
irrespective of any assurances given to the public by the Southern 
in its tariffs. The Southern must make good those assurances out 
of its factor for the haul from origin to Memphis. ; 

As a member of division 3, I appear to be constrained to follow 
previous decisions by the Commission, and for that reason only, 
concur in the finding of inapplicability. Under the circumstances I 
think that the issue of unreasonableness should be decided, and an 
order made. 


RATES ON PIG IRON 


An order of dismissal has been entered by the Commission, 
division 3, in No. 17718, Hanna Furnace Company et al., vs. 
New York Central et al., mimeographed, on a finding that rates 
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on pig iron from Buffalo, N. Y., to destinations in New England 
were not and are not unduly prejudicial or preferential as al- 
ed. 

- Complainants, operating blast furnaces within the switching 
limits of Buffalo, N. Y., alleged that the rates on pig iron from 
Buffalo and Charlotte, N. Y., and Punxsutawney and Du Bois, 
Pa,, to destinations in Connecticut, Maine, Massachusetts, New 
Hampshire, Rhode Island and Vermont, except destinations 
north of the Boston group in O’Conner’s tariff I. C. C. No. 2, 
had been and were unduly prejudicial to Buffalo and complain- 
ants and unduly preferential of Charlotte, Du Bois and Punxsu- 
tawney and competitors there. 

The Commission said the present rates on pig iron, car- 
loads to the destinations under consideration, per long ton, were 
$4.91 from Buffalo, Du Bois and Punxsutawney, and $3.65 from 
Charlotte. It said complainants, in support of their allegation 
of undue prejudice, relied largely on the fact that the average 
distance from their plants in Buffalo to the markets in New 
England was less than the average distance from their com- 
petitors’ plants at Du Bois and Punxsutawney. The report said 
the furnaces at Charlotte were shut down and had made no 
shipments to New England for six years. 

The Buffalo, Rochester & Pittsburgh, defendant, on whose 
line Du Bois and Punxsutawney are situated, said that, accord- 
ing to the report, with the exception of a short period in and 
after federal control, the Buffalo rates had applied from Punxsu- 
tawney for 30 years and from Du Bois for 25 years, and that 
there had been no change in traffic or transportation conditions 
to justify any change in this basis of rates. In conclusion, the 
Commission said: 


We have repeatedly found that group adjustments are of ad- 
vantage to the public and that long-established groups should not be 
lightly or unnecessarily disturbed. Here we have rates applying 
from Buffalo, Du Bois, and Punxsutawney to a destination group 
extending 200 miles north and south and 214 miles east and west, 
which have been in effect for twenty-five years. Obviously, in the 
creation of such a group adjustment, distances must, to a certain 
extent, be disregarded. 


RATES ON CEDAR POLES 


The Commission, in a mimeographed report by division 1, 
written by Commissioner Campbell, in No. 17461, L. D. McFar- 
land Company vs. Great Northern et al., has found that a rate 
of 79 cents assessed on cedar poles from Sand Point, Idaho, to 
Shingle Springs, Cal., was, is and for the future will be unreason- 
able to the extent that it exceeded, exceeds or may exceed 71 
cents, and that complainant is entitled to reparation. The order 
for the future is effective on or before June 15. Explaining the 
rate situation involved, the commissioner said: 





Sand Point, on the Great Northern, is 75 miles east of Spokane, 
Wash. Shingle Springs is 48 miles east of Sacramento, Calif., on a 
branch line of the Southern Pacific running from the latter point 
through Brighton, Calif., to Placerville, Calif. The shipments moved 
over the Great Northern to Spokane, the Spokane, Portland & 
Seattle to Portland, Oreg., and Southern Pacific beyond, 1,178 miles. 
Charges were collected at a rate of 79 cents, made up of a joint com- 
modity rate of 62 cents from Sand Point to Brighton, and a 17-cent 
class B basing rate beyond. The governing tariff specified that the 
rate from Sand Point to Shingle Springs would be made by the 
addition of this basing rate to the 62-cent commodity rate and thus 
prescribed a specific manner of constructing the through rate. At the 
time of movement, the rates on cedar poles by the route of movement 
from Sand Point to Portland and from Portland to Shingle Springs 
were, and now are, 34 and 387 cents, respectively. The applicable 
rate, therefore, exceeded the sum of the intermediate rates. This 
departure from the provisions of the fourth section was not, and is 
not now, protected by appropriate application. 

At the time of movement the tariffs naming the intermediate 
factors provided for the use of Agent Jones’ tariff I. C. C. No. U. S. 1. 
Treatment of the factors by the rules contained in this tariff would 
have resulted in a through combination rate of 65 cents. Those 
rules provided for their use, however, only were no published through 
rates were in effect from point of origin to destination. The com- 
plaint prays for reparation to the basis of the 65-cent combination 
rate arrived at by this prohibited treatment of the factors. 


Defendants contended that rates from Sand Point to Cali- 
fornia destinations, shown in an exhibit, were depressed by wa- 
ter competition. and, therefore, should not be used to measure 
the reasonableness of the rate under attack. In his conclusions, 
Commissioner Campbell said: 


Joint rates which exceed the aggregate of the intermediate rates 
have uniformly been found by us to be prima facie unreasonable. 
This presumption can be overcome only by a clear showing that the 
aggregate of the intermediate rates is less than a reasonable maxi- 
mum charge. The record indicates that the factors making up the 
lower combination are influenced by water competition, but it fails 
to convince that the combination is less than a reasonable maximum 


charge. 
REPARATION ON SALT 


A finding that complainant and intervener are entitled to 
reparation has been made by the Commission in a mimeo- 
graphed report by division 3, in No. 16651, Jacob E. Decker & 
Sons vs. Union Pacific et al. The Commission found that rates 
on salt, carloads, from mines in Kansas, Michigan and Ohio to 
Mason City, Ia., were unreasonable to the extent that they ex- 
ceeded those established on May 23, 1925. 
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By complaint filed January 12, 1925, complainant alleged 
that the rates on salt from producing points in Kansas, Michigan 
and Ohio to Mason City were unreasonable. The Commission 
was asked to award reparation on shipments received on and 
after January 13, 1923. E. B. Higley & Company, a corporation 
manufacturing ice cream at Mason City, intervened on May 2, 
1925, and asked for reparation. The Commission said the lat- 
ter’s claim would include only shipments received on and after 
May 3, 1923. 

Charges were collected based on applicable commodity rates 
of 31 cents, minimum 80,000 pounds, from the Kansas group; 
29 cents, minimum 37,500 pounds from the Michigan group, and 
31 cents, minimum 37,500 pounds, from the Ohio group. Com- 
plainant and intervener asked reparation to the basis of the 
commodity rates of 25.5 cents from the Kansas field, 26 cents 
from the eastern Michigan and Ohio fields, and 24.5 cents across- 
lake from Ludington and Manistee, Mich., all subject to the 
carload minimum of 45,000 pounds, which became effective on 
May 23, 1925, in compliance with the Commission’s orders in 
Salt Cases of 1923, 92 I. C. C. 388. In its report, the Commission 
said: 


In salt from C. F. A. to Western Trunk Line destinations, 74 
I. Cc. C. 409, we explained at some length that the proposal to 
reduce the 29-cent rate from the Michigan group to Des Moines 
and Harvard, Iowa, to 25.65 cents without likewise reducing the 
rate y Ag cents to Mason City was obviously unjustifiable. We said, 
page 415: 

“There is no apparent reason why Mason City should not take 
the same rates as Des Moines, at least from the western Michigan 
points. We recommend that Mason City and any other important 
salt-consuming points in northeastern and central Iowa _ similarly 
situated be given the same reduction as that accorded Des Moines.’”’ 

We permitted the schedules under suspension to become effec- 
tive, expecting, as we stated, that the carriers would ‘promptly 
readjust” the rates to Mason City. The report containing our 
views as above quoted was issued on December 12, 1922. Later in 
Salt Cases of 1923, supra, we again referred to the Mason City 
situation, pointing out at page 418 that our recommendation in 
the previous report respecting the rates to that point had been 
ignored. No valid excuse has been offered by the carriers for 
their failure to comply with our specific recommendations. In our 
opinion complainant and intervener had the right to rely upon a 
prompt compliance with our recommendations made prior to the 
period for which they seek reparation, namely, from January 13, 
be to May 23, 1925, on which date the reduced rates became ef- 
ective. 

Effective July 1, 1922, the carriers revised the rates from the 
Kansas group to Des Moines, Dubuque and other points in Iowa to 
25.65 cents, minimum 60,000 pounds, but a like change was not 
made in the rate to Mason City, less distant than Dubuque, until 
May 23, 1925. Thus, Mason City received the same treatment with 
respect to the rates from Kansas group aS it did with respect to 
the rates from the Michigan and Ohio groups, the carriers neglect- 
ing to correct the rate situation until compelled by our orders in 
Salt Cases of 1923. fj 

Both complainant and defendants compare the rates assailed 
with other rates on salt as prescribed by us in other cases for 
similar distances. Comparisons were also made with rates and 
revenue in other low-grade commodities. Under the circumstances 
hereinbefore described it appears unnecessary to discuss these com- 
parisons. 

Defendants contend that under Rule III (s) of our Rules of 
Practice, complainant is estopped from claiming reparation. 

The rule provides: 

“Except under unusual circumstances, and for good cause shown, 

reparation will not be awarded upon a complaint in which it is not 
specifically prayed for, or upon a new complaint by or for the same 
complainant which is based upon any finding in the original proceed- 
ing.”’ 
Neither complainant nor intervener was complainant in the 
Salt Cases of 1923. The complainants in those cases were all 
producers of salt. Complainant and intervener herein are con- 
sumers. The circumstances surrounding their claims for repara- 
tion are unusual, and good cause has been shown why these claims 
should be allowed. 

Again, defendants ask that reparation be denied on the ground 
that the subsequent rates were included in a widespread readjust- 
ment of the salt rates following a general investigation, citing 
Delaware, Lackawanna & Western Coal Co. vs. R. R. Co., 46 I. C. C. 
506, and other cases. The situation at Mason City is unlike any 
other considered in Salt Cases of 1923. For reasons previously stated, 
favorable consideration of complainant’s and intervener’s claims ap- 
pear to us to be warranted. 


INTERMEDIATE RULE ON OIL 


The Commission, by division 3, has dismissed No. 17252, 
Pure Oil Co. et al. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, finding that rates on gasoline, kerosene and other 
petroleum products, from points in Oklahoma to Lawrenceville, 
Paris and Farrington, Ill., were not applicable to designated 
destinations in Ohio and Indiana on the Baltimore & Ohio, Big 
Four and Pennsylvania, as claimed by the complainants. 

While the complaint brought in issue some of the questions 
raised in the big reparation cases of the Standard and National 
Refining cases, on which the whole Commission listened to 
arguments on March 25, this case was disposed of without ref- 
erence to the decision in that case in which one of the questions 
was as to the meaning of the language by which the carriers 
seemed to desire the limitation of the rates under the interme- 
diate application rule, to lines west of the Indiana-Illinois line 
except to points on the line of the New York Central (Big Four) 
or to destinations in Indiana and Illinois reached through junc- 
tions, Danville, Ill., and north thereof, or through junctions west 
of Schneider, Ind. 

The complainants alleged that the rates charged on 444 
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tank cars of gasoline and other products, including fuel oil, 
shipped between July 16, 1923, and March 9, 1924, from points 
in Oklahoma to Uniontown, Pa., Luray, Va., Youngstown, Cleve- 
land, Cincinnati and other destinations in Ohio and Indianap- 
olis and Logansport, Ind., were unreasonable and illegal. 

Combinations of proportional commodity rates to and from 
Mississippi crossings were charged. The report said the only 
issue to be determined was whether the rates from the points 
of origin to Lawrenceville, Ill., on the Baltimore & Ohio, Paris, 
Ill., on the Big Four, and Farrington, Ill., on the Pennsylvania, 
were applicable to points in Ohio and Indiana under the pro- 
visions of the tariff containing the rates to Lawrenceville, Paris 
and Farrington. 

That tariff, in which all the carriers over the rails of which 
the oil in question moved, were parties, contained the inter- 
mediate application rule, with exceptions to it, under which the 
complainants contended the much lower rates to the Illinois 
points were applicable to shipments as far east as Ohio and 
Indiana points. The exceptions said the rates would not apply 
via any routes east of the Indiana-Illinois state line, except to 
Stations on the New York Central or points through junctions 
Danville and north, or through junctions west of Schneider, Ind. 

Shipments were routed by the complainants via Depue and 
Streator, Ill., thence over the New York Central via Walkerton, 
Ind., Kankakee, Ill., and North Judson, Ind., thence over the 
Baltimore & Ohio, Big Four and Pennsylvania to points in: west- 
ern Ohio, Indianapolis and Logansport. 

Complainants contended, said the report, that the provisions 
of the tariff for the intermediate application of the rates, should 
be given a literal interpretation. Accordingly, they claimed that 
the rates to Lawrenceville, Ill., were applicable on the ship- 
ments, via Walkerton to destinations on the Baltimore & Ohio; 
that combinations of such rates and rates beyond were ap- 
plicable on the destinations east of the Ohio points; that the 
rates to Paris were applicable on the shipments to Indianapolis 
via Kankakee and over the Big Four; and, finally, that the 
rates to Farrington were applicable on the shipments to Logans- 
port via North Judson and over the Pennsylvania. The rates 
charged were considerably higher, said the report, than those 
the complainants contended were applicable. For example, 
on shipments of gasoline from Cushing, Okla., to Indianapolis, 
a rate of 49.5 cents was charged. The complainants contended 
a rate of 36 cents applicable to Paris, was the rate that should 
have been charged. From Cushing to Lima, O., a rate of 53 
cents was charged. It was contended that the Lawrenceville 
rate of 34 cents was applicable. 

The Roxana Petroleum Corporation intervened in behalf 
of the defendants. It said that in the period covered by the 
complaint it shipped 1,927 carloads of fuel oil and refined prod- 
ucts to the destinations named in the complaint and 10,222 car- 
loads to destinations in Indiana and Ohio generally, from Rox- 
ana, Ill., and Arkansas City, Kan. It said that in many instances 
shipments were sold f. 0. b. Oklahoma points and that prices 
were based upon the combination rates published and believed 
by it to have been those in effect. It said that its customers 
would have cause for complaint if those prices were based upon 
— rates. In disposing of the complaint, the Commission 
said: 


Defendants point out that Ohio is not included in the description 
of the application of the tariff on its title page. The description of 
a tariff on its title page does not modify such application as may be 
provided therein, but may be considered as an indication of the intent 
of its application. Defendants explain that the exception to the 
non-application of the rates over routes east of the Illinois-Indiana 
state line was published merely to permit the New York Central to 
participate in the rates to destinations on its line and its connections 
west thereof. 

The line of the New York Central from Danville to Chicago is the 
only line of that carrier east of the Illinois-Indiana state line on 
which the tariff containing the claimed rates shows specifically named 
destinations, as required in the second paragraph of the exceptions. 
The shipments under consideration did not move “via that line.” It 
is unnecessary to look to the intention of the fraraers of the tariff; 
even under the literal interpretations urged by complainants it suffi- 
ciently appears that the tariff containing the claimed rates did not 
apply over any route east of the Illinois-Indiana state line except 
) the New York Central between Danville and the Chicago 

strict. 

_ We find that the rates on gasoline, kerosene, naphtha, lubricating 
oil and fuel oil, in tank car loads, from points in Oklahoma to Law- 
renceville, Paris and Farrington were not applicable on the same 
commodities from points in Oklahoma to the destinations in Ohio 
and Indiana to which the shipments here under consideration were 
made. The complaint will be dismissed. 


RATES ON COTTON TO GULF PORTS 


Equalization of city and shipside deliveries at Texas and 
Louisiana ports, of cotton moving on interstate rates, has been 
ordered to be made not later than June 16. The city delivery 
rates are to be put up one cent and the shipside delivery rates 
are to be not more than two cents higher, the rates being al- 
lowed to cover wharf or terminal pier charges. That seems to 
be the large point in the decision made by the Commission in 
No. 14940, Application of Rates on Cotton to Gulf Ports, mime- 
ographed, on rehearing. The report also covers No. 13991, 
Weatherford Crump & Co. vs. Abilene & Southern et al., and 
No. 11965, Galveston Commercial Association vs. Alabama & 
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Vicksburg et al. Prior reports in these cases were made in No, 
14940 and No. 13991, in 100 I. C. C. 159, and in No. 11965, in 77 
I. C. C. 388. 

In a report written by Commissioner Meyer, who also has 
general charge of the Commission’s investigation of port ter. 
minal charges in the prospective if not actual contest between 
the northern and southern ports on the subject of such charges, 
the Commission found that the relationship between interstate 
rates on cotton for city deliveries and shipside deliveries at the 
Texas and Louisiana ports was unduly preferential of ware- 
houses and compresses located on the water front at such 
ports and shippers using such facilities, and unduly prejudicial 
to warehouses and compresses located at interior points and 
back from the water front at the ports and shippers using such 
facilities. 

The basis for equalizing the two sorts of deliveries is as 
set forth in the initial sentence. 

A further finding is that the regulations and practices of 
the railroads pertaining to the concentration and compression 
of cotton at interior points do not result in undue prejudice to 
warehouses or compresses located at the ports, or shippers using 
such facilities, unduly to prefer warehouses or compresses lo- 
cated at interior points or shippers using such facilities. For the 
purpose of that finding the words “interior points” include ware- 
houses or compresses at the ports that are called uptown or 
back-from-the-water-front, as distinguished from warehouses or 
compresses at the water front. 

In this report the Commission sets aside its two-rate plan 
of making rates and restores the one-rate plan. The two-rate 
plan had its genesis, Commissioner Meyer said, in the Commis- 
sion’s report in Louisiana Cotton, 46 I. C. C. 451. 
and in Galveston Commercial Association vs. A. & V., 77 I. C. C. 
388, the Commission found that shipside rates on cotton to New 
Orleans and the Texas ports, exclusive of wharfage charges, 
should exceed the rates for deliveries at uptown warehouses or 
compresses by an amount sufficient to cover the average cost 
of handling the cotton from the uptown houses or compresses 
to shipside. At that time the important warehouses and com- 
presses, the commissioner said, were all located back from the 
water front and that the relationship prescribed substantially 
equalized merchants at the ports who drew their cotton from 
the interior, merchandised it at the uptown facilities and then 
moved it to shipside, with interior merchants who shipped direct 
to shipside. 

That relationship, Mr. Meyer said, proved generally satis- 
factory until water-front facilities were erected, first at Gal- 
veston and later at Houston. Those water-front facilities were 
and are within the switching limits and deliveries made thereat 
were and are at city-delivery rates. Merchants using the water- 
front facilities thus gained an advantage over competitors using 
interior or uptown facilities, for they obtained delivery prac- 
tically at shipside at the lower city delivery rates, whereas in- 
terior merchants shipping direct to shipside had to pay the 
higher shipside rates. Merchants using the uptown facilities 
had to pay the shipside rates, if transit were used at the port, 
or bear the expense of getting their cotton to shipside if transit 
were not used. Later the uptown compresses had to shrink their 
charges sufficiently to cover the cost of getting cotton from 
their presses to the water-front. Thus, said Mr. Meyer, the con- 
ditions which gave birth to the existing relationship between the 
shipside and city delivery rates were disrupted, a realignment 
of interests was created and the present litigation precipitated. 

Houston interests asked for reopening of the leading case 
and its broadening to cover practices in connection with con- 
centration and compression at interior points. It was alleged 
that since the hearings there had been changes in the physical 
arrangement of warehouses and compresses at the ports, in the 
methods of handling cotton at those facilities and that certain 
practices of the carriers at interior points were unduly prefer- 
ential of interior compresses and warehouses. Petitions were 
also filed by New Orleans interests and by the Texas Farm Bu- 
reau Cotton Association. The railroads filed a petition, saying 
that compliance with the Commission’s order, coupled with the 
maintenance of existing revenues, would be impossible unless 
the order in the Galveston Commercial Association case was 
modified. The report said that in response to the various peti- 
tions, the proceedings were reopened and broadened and further 
heard on the following questions: 


(1) Whether changed conditions, or conditions which existed at 
the time of the previous hearings but which had not been developed 
on the record, justify any modification of our findings and order; 

(2). Whether our findings shall be extended to apply to ports 
other than those covered by our prior order; 

(3) What rates shall be established to conform to our findings: 
and 

(4) What services are accorded and what charges, payments or 
allowances are made by respondents in connection with the handlins 
of cotton at interior points, including payments for compression, and 
whether any of such services, charges, payments or allowances, 
result, or may result, in unjust discrimination or undue preference, 
or otherwise violate any provision of the interstate commerce act, 
and what changes, if any, shall be made in such services, charges, 
payments or allowances. 


Mr. Meyer said the further hearing disclosed that some 
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changes had taken place in the extent and physical arrange- 
ments of certain of the water-front facilities in existence at the 
time of the prior hearings and in the methods of handling cot- 
ton at those facilities. Among the changes is the establishment 
of trolley lines at water-front properties which handle the cotton 
delivered on the city rates to the ship. Further disclosure, he 
said, was that additional water-front facilities had been com- 
pleted and others planned since the original hearings. Essen- 
tially, however, the report said, the situation was as depicted in 
the prior report. Mr. Meyer said the respective shipping inter- 
ests had taken advantage of the reopening of the proceeding to 
pring out infinite details as to why the Commission should or 
should not eliminate the difference between city and shipside 
delivery rates but that much of the matter was but a repitition 
of facts and arguments previously presented and fully consid- 
ered. He described the operations at New Orleans and other 
ports and said that the Commission was of the opinion and 
found that the relationships should be maintained, except that 
the shipside rates should exceed the contemporaneous city de- 
livery rates by not to exceed two cents. He said that to the 
extent necessary to permit the railroads to comply with the 
findings herein, the findings in the Galveston Commercial Asso- 
ciation case were modified. 

The railroads serving the Texas ports contended that if the 
shipside rates, exclusive of the wharfage charges, were to be 
placed on a parity with the city delivery rates, the equalization 
should be brought about by increasing the city delivery rates 
three cents and reducing the shipside rates, exclusive of wharf- 
age, to the level of the increased city delivery rates. Adoption 
of that proposal, Mr. Meyer said, would provide rates of 83 cents 
for city delivery and 85 for shipside delivery. Similar repre- 
sentations, he said, were made as to rates to New Orleans. 
Upon that point the report made a finding as follows: 


Upon consideration of all the facts and circumstances we are of 
opinion and find that, for the purposes of this case, a fair and rea- 
sonable basis for equalizing the city delivery and shipside rates will 
be to increase the city-delivery rates 1 cent per 100 pounds and 
reduce the shipside rates, exclusive of wharf or pier terminal charges 
equivalent to 2 cents per 100 pounds, to the basis of the increased 
city-delivery rates. This basis of equalization should be applied 
from all the states covered by the investigation to both the Texas 
and Louisiana ports, except that this finding should not be con- 
strued as condemning the practice of the lines serving New Orleans 
of maintaining that port on a parity with Galveston and Houston in 
the matter of export rates on cotton from Oklahoma and northern 
Texas. That question is not here in issue. Furthermore, the above 
finding is without prejudice to further inquiry into the reasonable- 
ness of the above rates in connection with other cases now pending. 

The record is not sufficiently developed to justify findings as to 
the rates to Mobile, Ala. 


Under the existing adjustment, the report said, the ware- 
houses at the ports, in effect, obtained a second concentration 
privilege by reason of the transit allowed on the shipside rates. 
They contended that if equalization were ordered they would 
be at a disadvantage unless a second concentration were al- 
lowed, as compared with the water-front warehouses in the 
handling of cotton previously concentrated in transit at interior 
points. The report said that the advantage which the water- 
front facility had in handling that class of cotton was a natural 
one derived from its location. Mr. Meyer said the present rec- 
ord would not support a conclusion that that advantage should 
be neutralized by granting a second free concentration in tran- 
sit at the port. 

In the prior report, Commissioner Meyer said, the Commis- 
sion approved allowance by the railroads for drayage of cotton 
from the uptown facilities to shipside with a view to conserving 
equipment and being relieved of the duty of making shipside 
delivery, because that was a substitute for rails service the car- 
riers were obliged to perform. The question arose as to whether 
the carriers might make an allowance for transfer by hand 
trucks or trolleys from compress or warehouse parts of water- 
a establishments to ship’s tackle. On that point, the report 
said: 

The hand or electric trucking, or movement by overhead trolley, 
from the part of the water-front facility known as the warehouse or 
compress to that part known as the wharf is not a substitute for 
rail transportation, but is an intraplant movement just the same as 
the handling of cotton from the interior or an uptown warehouse to 


the railroad car or dray is an intraplant movement. No allowances 
may lawfully be made for these intraplant movements. 


A large part of the report is devoted to a discussion of con- 
centration and compression at interior points, a phase of the 
subject brought to the front by the petitions of the Houston in- 
terests. The report said that generally the carriers allowed one 
concentration in transit without separate charge and imposed a 
charge of 3.5 cents for additional stops for that purpose. The 
need of a second free concentration privilege was alleged by 
Some of the port facilities as hereinbefore set forth. The alle- 
gation was made that the one free concentration privilege caused 
undue prejudice. Commissioner Meyer said concentration was 
of substantial advantage to the carriers as it increased the car- 
loading beyond the transit points and thus promoted economy 
of operation. That part of the case caused Mr. Meyer to put 
in a general discussion of the subject. That discussion, in part, 
and the conclusion, are as follows: 
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The cotton-shipping interests at the ports do not concentrate in 
transit as large a percentage of their cotton as do the merchants at 
the interior, and such port interests argue that their rates or total 
charges should be less than those paid by the shippers who concen- 
trate most of their cotton in transit. They also argue that as con- 
centration is a valuable service the shippers utilizing it should pay 
a charge therefor separate from the rate for transportation. The 
port merchants may and do, under the same general transit provision 
applying at interior points, concentrate cotton at the ports and ship 
it to other ports or to interior consuming points at the through rates, 
but apparently they are willing to forego transit on such traffic if 
the charges to the interior concentrator can be increased. They 
show that a charge for first concentration is made by the St. Louis- 
San Francisco and St. Louis-Southwestern in Arkansas, and that 
such charges of the former were approved by us in Compression, 
Concentration and Storage of Cotton, 91 I. C. C. 472. The approval 
of the concentration charge in that case, however, was upon a def- 
inite state of facts peculiar to the issues there under consideration 
which are substantially different from those in this case, and that 
decision is not controlling here. 

The rates and charges of a railroad can not be based entirely on 
the cost for each particular character of service rendered. If such 
was the case, the passenger with baggage would pay more than the 
passenger without baggage, and the rates to large industrial centers 
would vary dependent upon the character of terminal service em- 
Ployed, including connecting line switching. Cost of service is an 
important element but not the only or necessarily the controlling 
one by which to measure a rate or charge for a particular service. 
Furthermore, under the theory of the port interests there should be 
a lower rate on city cotton, because it usually is not concentrated in 
transit by the carriers, than upon other cotton that is concentrated 
in transit. Concentration in transit, like compression in transit, un- 
questionably reduces rather than increases the carriers’ expenses of 
transportation. When concentration takes place at a compression 
point, there are scarcely any transportation services rendered by 
the carriers in addition to those rendered in connection with stop- 
ping cotton for compression. Interior concentration is an important 
factor in regulating an even flow of traffic, and may be likened 
somewhat to a series of reservoirs in supplying an even flow of 
water for irrigation or other purposes. Without interior concentra- 
tion, the cotton crop would have to be shipped during the gathering 
season which is also the grain-moving season, and the resultant car 
shortage in the interior, and congestion at the ports, particularly at 
the mixed shipment platf s, might seriously disrupt transportation 
and general business actiities throughout the entire cotton-produc- 
ing section. ; 

In the assembling of cotton at the interior compresses where con- 
centration is authorized, the carriers can and do use many cars other- 
wise unfit for service. Ordinarily, the length of haul from the origi- 
nating points to the compress and concentration points is relatively 
short, and = oa | the peak of the movement the carriers use cattle 
cars, bad order box cars with leaky roofs, flat cars and sometimes 
open equipment which could not be used for hauls to the ports or 
distant destinations. } z 

It does not appear that the giving of free first concentration has 
operated to the preference or prejudice of any shipper or concentrator 
of cotton. The record is clear, however, that since the so-called two- 
rate plan was established, the percentage of cotton concentrated at 
the interior points of the total handled at such points has steadily 
decreased, and that certain interior merchants, some of whom have 
interests, through stock ownership, in interior compress companies, 
have discontinued concentrating their cotton at points where such 
compress companies operate facilities and now concentrate it at the 
ports where they can take advantage of the lower city-delivery rates 
under which they obtain water-front delivery. 

The port interests argue, and make an effort to demonstrate by 
certain cost calculations, that it would be less expensive for the car- 
riers to transport cotton uncompressed than to stop it for compres- 
sion and bear the cost thereof where the hauls are 325 miles and less. 
There might be merit in this contention and force in the argument 
if the final destination of the cotton was always known to the carrier 
at the time it was offered for transportation. The carriers do not, 
and can not, know the final and ultimate destination of the cotton 
when it is first offered. The longer the haul on flat cotton the more 
expensive the movement. Therefore, it would be less economical for 
the carriers to move the cotton past interior compresses to the port 
facilities for compression, if it is to be forwarded to some other port 
for export or to eastern consuming points. New Orleans cotton inter- 
ests presented this identical question to us in Louisiana Cotton, 46 
I. C. C. 451, where at page 454 we said: 

“The peculiar position of certain short distance points ought not 
to control the adjustment of rates over a large territory such as here 
considered, particularly where, as here, most of the cotton moves 
more than 120 miles.” 

The average haul of cotton from Texas to the Texas ports is 
something over 325 miles, and it is estimated by certain interests 
that the average haul from this territory to all destinations is ap- 
proximately 570 miles. 


Upon this record we find that the carriers are justified in giving 
one concentration in transit on cotton without charge and that such 
concentration without charge does not unduly prefer or unjustly dis- 
criminate against any shipper or class of shippers or any compress 
or warehouse company. We further find that the present allowance 
for compressing cotton in transit is not shown to be unreasonably 
high or unjustly discriminatory against or unduly preferential of any 
shipper or class of shippers or any compress or warehouse company. 


Commissioner Hall, dissenting in part, said: 


For reasons sufficiently indicated in my dissent from the former 
report, 100 I. C. C. 159, I am unable to join in the conclusions of the 
majority as to the relation of city-delivery and ship-side rates. I 
concur in the conclusions as to the regulations and practices of re- 
spondents pertaining to the concentration and compression of cotton 
at interior points. 


NATURAL GASOLINE FROM TEXAS 


In a report on No. 15255, Chestnut & Smith Corporation et 
al. vs. Aberdeen & Rockfish et al., and a sub-number thereunder, 
Texas Pacific Coal and Oil Company vs. Same, mimeographed, 
the Commission has found not unreasonable or unduly prejudi- 
cial, rates on natural gasoline, in tank-car loads, from designated 
points in the Ranger group in Texas to destinations in Official 
and Southern territories, except to Brunswick, Ga. It found the 
through rate to Brunswick unreasonable to the extent it ex- 
ceeded, exceeds or may exceed 58.5 cents per 100 pounds. The 
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carriers are required to establish that rate to Brunswick not 
later than June 14. A basis for reparation was also set forth. 

Complainants, producing natural gasoline in the so-called 
Ranger-Breckenridge district in Texas, generally known as the 
Ranger group, in the leading complaint, alleged the rates on 
natural: gasoline from Ranger, Breckenridge and South Bend, 
Tex., to various destinations in Official and Southern territories 
had been and were unreasonable to the extent of their excess 
over the contemporaneous rates from Electra, Iowa Park, Burk- 
burnett, Fort Worth and Wichita Falls, Tex., and other points 
in the so-called Burkburnett group and unduly prejudicial in 
comparison with rates on gasoline from points in the Houston- 
Galveston-Beaumont group in south Texas and from Shreveport 
and other Louisiana points taking the same rates. The sub- 
number alleged the rates from Carrol and Mine No. 11, Tex., 
also in the Ranger group, to the same destination territories, 
were unreasonable and unduly prejudicial to the extent they ex- 
ceeded the rates from points in the Burkburnett group. Com- 
plainants sought reasonable joint rates for the future and in the 
title complaint, reparation on shipments moving between Jan- 
uary 1, 1923, and June 6, 1926. 

Representative destinations cited were Indianapolis, Ind., 
Brunswick, Ga., Latonia, Ky., Toledo, O., Cleveland, O., Pitts- 
burgh, Pa., Philadelphia, Pa., Franklin, Pa., Oil City, Pa., Buf. 
falo, N. Y., Marcus Hook, Pa., Bayway, N. J., Fall River and 
Everett, Mass. Complainants, the report said, were not inter- 
ested in the rates to all the points listed. 

Natural gasoline, the report said, was shipped only to re- 
finery points for blending with lower grade petroleum products 
to produce motor fuel. It competed, indirectly, with refinery 
gasoline and generally took the same rates. Practically all the 
natural gasoline produced in Texas, the report, said, came from 
the Ranger and Burkburnett groups, the Ranger group producing 
nearly three times as much as the Burkburnett group. 

In most instances, the report said, the through rates from 
the Ranger group were higher than those from the Burkburnett 
group, the differences being 1, 2, or 3.5 cents. It said that in a 
few instances, where the rates from the two groups made on 
St. Louis, the through rates were the same, Ranger having the 
same proportional as Burkburnett to that gateway. To a num. 
ber of destinations the lowest combination is made on Vicks- 
burg, Miss., and in such instances the difference is 3.5 cents. 
That was due, the report said, to the fact that a proportional of 
20.5 cents applied from the Ranger group, while a proportional 
of 17 cents was maintained from the Burkburnett group. 


Although the complaint was about the through rates, the 
report said much of the controversy hinged around the propor- 
tionals to Vicksburg, the factors beyond that point being the 
same regardless of the origin point. The complainants, the re- 
port said, at the first hearing and on brief stated that the prin- 
cipal question was “Shall the rates from the Ranger-Brecken- 
ridge group be brought down to the level of the Burkburnett 
group?” At the later hearing, the report said, the complainant 
in the title complaint modified, somewhat, its former position 
by saying that it sought reparation to the basis of whatever 
through rates the Commission might prescribe as reasonable 
and not necessarily to the basis of the rates from the Burkbur- 
nett group. Nevertheless, the report said, the complainants’ 
evidence seemed to be directed to proof of these points: 


That the rates from the Burkburnett group are not depressed 
or less than reasonable; that the proportional from the Ranger group 
to Vicksburg should not exceed that from the Burkburnett group, 
and that the through rates assailed are unreasonable to the extent 
that they exceed the rates from the Burkburnett group. A possible 
exception is the rate to Brunswick, which is relatively much higher 
than any other rate under attack and which complainants contend 
should be lower than the present rate from the Burkburnett group. 


In disposing of the case, the Commission said: 


The assailed rates are but a small part of a 1 
which the southwestern carriers, except the Louisiana & Arkansas, 
contend is unnatural and in need of revision. The line named handles 
petroleum traffic from Shreveport to Natchez, Miss., 


a lower crossing, 
under a proportional rate of 14 cents, and it is not in accord with 
the view of other southwestern carriers that the adjustment through 


the lower crossings is unnatural or illogical. As already indicated, to 
many destinations the low proportionals to Vicksburg serve to defeat 
the rates through the natural gateway of St. Louis and to make the 
rates from these Texas points lower than from intermediate points 
in Oklahoma, although the average distances from Oklahoma to 
many _points are materially less than from the Texas points. The 
defendants represented strongly urged at the hearing and upon 
brief that the only way to bring about a proper adjustment of rates 
from the southwest to territory east of the Mississippi River is 
through a general investigation of all the rates. Such an investiga- 
tion has been instituted in Docket No. 18458. 

The assailed rates can not, for reasons previously given, be 
found unreasonable, except to Brunswick. Although ‘the record 
throws doubt upon the propriety of the relative adjustment as be- 
tween the Ranger and Burkburnett groups to certain esatern desti- 
nations, particularly where the rates make through Vicksburg, it 
seems impracticable to attempt to deal with these situations in 
advance of disposition of the general investigation. In the mean- 
time there is no apparent necessity for requiring the establishment 
of joint rates. Furthermore, although the principal basis of com- 
plaint is the relationship between the assailed rates and those from 
the Burkburnett group, the complaint in the title case does not 
allege a violation of section 3 in this respect, but only in respect 
of the rates from south Texas and from the Shreveport district. 
The sub-complaint alleges undue prejudice as against the rates from 


arge adjustment 
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the Burkburnett group, but not from Houston or Shreveport. Com- 
plainants’ principal effort has been, as indicated, to secure reduc- 
tions in the assailed rates to the basis of those from Burkburnett 
group; and they concede that it would be impracticable to increase 
the Burkburnett rates to the Ranger basis, because such action 
would throw the Burkburnett group out of line with Shreveport 
and Houston. It is proper, as previously stated, that the propor- 
tionals from Shreveport and Houston should be lower than those 
from the Ranger group. Complainants’ product would compete only 
indirectly with any gasoline shipped from those points, and the evi- 
dence does not establish the existence of undue prejudice under the 
present adjustments. The rates from the Ranger group are now 
on the Burkburnett basis in those instances where the rates from 
both groups make on St. Louis, and thus are on a relatively lower 
basis than was approved to St. Louis in Midcontinent_ Oil Rates, 
1925, supra, and to Indiana destinations in the Indiana Case, supra, 
viz., 4 cents over group 3 or 1.5 cents over the Burkburnett group, 

We find that, upon this record, the assailed rates were not and 
are not unreasonable or otherwise unlawful, as alleged, except that 
the assailed through rate to Brunswick, Ga., was, is, and for the 
future will be unreasonable to the extent that it exceeded, exceeds, 
or may exceed 58.5 cents per 100 pounds. The complainants seek- 
ing reparation bore all of the charges on certain of their shipments, 
but on certain others they bore only an amount necessary to equalize 
the applicable rates with those from the Burkburnett group, viz., 3.5 
cents per 100 pounds. The record does not show whether or not 
shipments of both classes were made to Brunswick. We further 
find that complainants in No. 15255 made shipments as described to 
Brunswick and paid and bore the charges thereon; that they were 
damaged in the amount of the difference between the charges paid 
and those which would have accrued on the basis herein found un- 
reasonable, on shipments sold f. o. b., destination, and to the extent 
of 3.5 cents per 100 pounds on any shipments sold f. o. b. the Burk- 
burnett group; and that they are entitled to reparation accordingly, 
with interest. Complainants should comply with Rule V of the Rules 
of Practice. 

An appropriate order for the future will be entered. 

The findings herein are without prejudice to any different con- 
clusions which may be reached upon the records made in the more 
comprehensive proceedings now pending. 


NATURAL GASOLINE RATES 


The Commission, in No. 14995, Phillips Petroleum Company 
vs. Atchison, Topeka & Santa Fe et al. mimeographed, has 
found rates on natural gasoline, in tank-car loads, from Bartles- 
ville and Oklahoma points taking the same rates, to Bayonne, 
Bayway and Paulsboro, N. J., and Olean, N. Y., unreasonable, 
awarded reparation and ordered reduced rates to be established 
not later than June 14. The new rates, applicable from Bartles- 
ville, Bryant, De Noya, Shidler, Pershing and Fite, Okla., are to 
be 72 cents to Bayonne and Bayway, 70 cents to Paulsboro and 
61 cents to Olean. The Commission also found that those rates 
would have been reasonable for application after July 1, 1922. 
It found that reasonable rates to have applied before that day 
would have been 80 cents to Bayonne and Bayway, 78 cents to 
Paulsboro and 68 cents to Olean. Reparation was awarded to 
those bases. 

Commissioner Hall dissented but did not write a separate 
report on the matter. 

Complainant, a manufacturer of natural or casing-head gas- 
oline at the Oklahoma points of origin mentioned, alleged the 
rates from them to the four destinations mentioned were and 
are unreasonable. It asked for joint rates and through routes; 
also reparation on shipments since January 1, 1922. By letter 
the complainant withdrew its request for reparation on ship- 
ments moving after June 6, 1926. Intervening petitions were 
filed by the Western Petroleum Refiners’ Association, the Miller 
Petroleum Company, and the Skelly Oil Company, the two oil 
companies being shippers of petroleum products. The associa- 
tion offered testimony in behalf of the complainant but the other 
interveners, the report said, offered no testimony. The hearing 
was held in September, 1923. 

Natural gasoline, the report explained, was not fit for use 
as a motor fuel but had to be blended with heavier products for 
that purpose. On that account, in some parts of the country, it 
is recognized as a raw material and transported on rates lower 
than gasoline ready for use. The complainant said that while 
natural gasoline weighed only about 5.5 pounds per gallon and 
was shipped at the estimated weight of 6.6 pounds applicable to 
ready-to-use gasoline, it was not asking to have the estimated 
weight changed. It called attention, too, to the fact that the 
losses by evaporation in transit were greater but that it was 
not asking for an allowance on account of outage, but merely 
that those facts be remembered in considering the commercial 
side of the question. The complainant said that, in a way, nat- 
ural gasoline resembled crude oil and that, as on crude, the car- 
riers received an outbound haul on a large percentage of the 
traffic from the refining points to which the natural gasoline 
was shipped. Therefore it suggested the rates should be lower 
than on other gasoline. -It referred to rates in the southwest 
made with that fact in mind, lower than on ordinary gasoline. 

Defendants, on the other hand, took the position that if a 
rate distinction was to be made, the rate on natural gasoline 
should be higher than on other petroleum products, inasmuch as 
the transportation of natural gasoline was attended with greater 
hazard and that more careful handling was required of this 
more volatile product. 

The Commission said that, respecting that issue, it needed 
only to be said further that the nature of this product had been 
considered in several cases where it appeared that the petroleum 
products rates were denied by the carriers as inapplicable. In 
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those cases, the report said, the Commission refused to accept 
the view that the commodity was not gasoline. 

The basis of rates from group 3 in Oklahoma, the group in 
which the points of origin are located, is the lowest combination, 
made in the case of this traffic, on St. Louis or East St. Louis. 

The Commission recited the various changes that took place 
in the efforts of the railroads, since the general rate increase or- 
der of June, 1918, to get the oil combinations on a stable basis. 
It also stated the comparisons made between the adjustments 
from Oklahoma and Texas on oil and other commodities, the 
complainant seeking the establislmment of joint rates instead of 
rates made by combination. Comparisons were also made of the 
oil rates and the rates on vegetable oils, sulphuric acid, am- 
monia gas liquor and vinegar, the exhibited rates on the other 
liquids being lower than those on petroleum products. 

Complainant specifically asked for rates of 63 cents to 
Bayonne and Bayway, 61 cents to Paulsboro and 55 cents to 
Olean. Those figures, the report said, represented a general 
average of certain of the rates shown, including those on 
vegetable oils and several distance scales on vegetable oils and 
petroleum products. In disposing of the case, the report said: 


In Indiana State Chamber of Commerce vs. A. T. & S. F. Ry. Co., 
96 I. C. C. 485, 112 I. C. C. 481, decided since the hearing in the 
instant case, that complainant attacked the rates from the oil pro- 
ducing section in the southwest to destinations in Indiana. In the 
original report, reviewing the history of the rates east and west of 
the Mississippi River, we pointed out that in Mid-continent Oil Rates, 
36 I. C. C. 109, and Western Petroleum Refiners’ Asso. vs. Director- 
General, 66 I. C. C. 426, rates were prescribed from the various 
groups to the river; while in National Petroleum Asso. vs. A. A. 
Rk. R. Co., 14 I. C. C. 272, a basis was fixed from the river to trunk- 
line territory. Summing up our conclusions respecting such separate 
factors, we said at page 493 

“The record is persuasive that the separate factors of the rates 
for local application are reasonable. For example, in the Mid- 
continent case the rate of 17 cents then applied on refined oil from 
Groups 2 and 3 to St. Louis and other river points was found to be 
too low, and a rate of 20 cents was fixed. The prior rate of 17 cents, 
plussed by the net increases since effective, would be equivalent to 
the present proportional rate of 27.5 cents to St. Louis. In addition, 
Group 3 has been enlarged by the inclusion of other points since the 
decision in the Mid-continent case, and the proportional rate there- 
from to St. Louis is also applicable from producing points in Arkansas 
and Louisiana, such as El Dorado, Ark., and Shreveport, La., re- 
spectively, 66 and 136 miles farther distant than Tulsa. The fatcors 
applicable in Central territory were, as previously observed, found not 
unreasonable in Petroleum and Petroleum Products, supra.” 

In that proceeding, as in the present case, it appears that many 
instances were shown in which joint rates lower than the combina- 
tion of locals were in effect between Southwestern and Central ter- 
ritories; and there, as here, complainant contended for joint rates 
upen petroleum products upon a materially lower basis than the 
aggregate of reasonable factors to, and beyond, the river. We found 
that the rates on gasoline and other so-called refined oils from Tulsa 
and points in Oklahoma taking the same rates, were unreasonable, 
and in the supplemental report prescribed reasonable maximum rates 
ranging from 39 to 46.5 cents. The latter rate was for application to 
the extreme eastern part of the state for distances ranging around 
775 miles, and would earn approximately 12 mills per ton mile. Com- 
pared with this ton-mile revenue, and wtih due regard to the prin- 
ciple that ton-mile earnings should ordinarily decrease as distance 
increases, the rates assailed, reflecting earnings from 10.3 to 10.9 
mills, appear too high. Upon this record it is our conclusion that 
maximum reasonable rates on and after July 1, 1922, would be 72 
cents to Bayonne and Bayway, 70 cents to Paulsboro, and 61 cents to 
Olean. These rates would produce ton-mile earnings of 9.5, 9.6, and 10 
mills, respectively. 

_ We find that the rates assailed were, are, and for the future 
will be, unreasonable to the extent that they exceeded, exceed, or may 
exceed the following: 


On and after 


Prior to July 1, 1922, 
July 1, and for the 
1922 future 
To— cents cents 
PARGRNG ORG MOGHAP 65.6605siiewes onikbacdssowos< 80 72 
PIES "5a, Joh Drcicds css wialeiiw ean are tahoe ee Seni 78 70 
MIN csharaicete ser slasiee Scaratal gore nar eia rain Sema oeaereiaeloeisioks 68 61 


We further find that complainant made shipments as described, 
and paid and bore the charges thereon; that it has been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rates herein found 
reasonable; and that it is entitled to reparation with interest. Com- 
plainant should comply with Rule V of the Rules of Practice. 

An appropriate order for the future will be entered. 

The above finding is without prejudice to any different con- 
clusions which may be reached in the more comprehensive proceed- 
ings now pending. 


REPARATION ON ORE 

In a mimeographed report on further hearing in No. 15085, 
State Corporation Commission of New Mexico et al. vs. Atchi- 
son, Topeka & Santa Fe et al., the Commission, by division 1, 
has awarded reparation on certain shipments of lepidolite ore 
from Embudo, N. M., to Wheeling, W. Va., but has excluded 
charges on 28 cars delivered by the Pennsylvania because the 
latter was not named in the complaint. In the original report 
in the case, 96 I. C. C. 412, division 4, found that the combination 
rate of 68 cents charged on shipments of lepidolite ore from 
Embudo to Wheeling, was and for the future would be unreason- 
able to the extent that it exceeded or might exceed 51 cents 
ber 100 pounds, minimum 80,000 pounds per standard-gauge car. 
The Mineral Mining & Milling Corporation, referred to as com- 
plainant, was directed to submit a reparation statement as pro- 
vided by rule V of the rules of practice. 

The report said Wheeling was served by the B. & O., W. & 
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L. E., and the Pennsylvania. The complaint did not name the 
Pennsylvania as a defendant, the report said, and the Commis- 
sion’s order of March 10, 1925, prescribing the rate of 51 cents 
from Embudo to Wheeling, did not include the route of which 
the Pennsylvania was the delivering carrier. However, the 
report said, the Pennsylvania voluntarily joined with the other 
carriers in the publication of the 51-cent rate over its route, In 
short, the Commission said, complainant sought an order for 
reparation that would include the 28 shipments delivered by the 
Pennsylvania. It said the complaint, by omitting the Pennsyl- 
vania from the carriers named as defendant, failed to bring in 
issue the 68-cent rate then in effect over the route of which that 
carrier was an essential component. It said the Pennsylvania 
was never accorded the opportunity to justify the reasonableness 
of the 68-cent rate over its route, and concluded that the charges 
on the 28 cars referred to were not in issue. 


RATE ON WOODEN BOX SHOOKS 


A finding of unreasonableness, an award of reparation and 
an order requiring the establishment of a new rate of 18 cents 
not later than June 1 have been made in No. 17078, Canton Box 
Company vs. Pennsylvania, mimeographed, as to a rate of 20.5 
cents and the charges thereunder, on wooden box shooks, from 
Baltimore, Md., to Jersey City, N. J. The complaint alleged the 
rate was unreasonable, unduly prejudicial to the complainant 
and unduly preferential of its competitors at Norfolk and other 
points in Virginia and North Carolina. The rate from Norfolk, 
21.5 cents, was treated as a standard for comparison. The com- 
plainant contended that the spreads between its rate and those 
from competing points did not give it the benefit of its location 
to the full extent. It pointed out that Baltimore was about 
midway between the territory from which it drew its material 
and the destination of the box shooks. The distance from Bal- 
timore to Jersey City is 199 miles and from Norfolk, about 343 
miles. The Commission, by division 1, said there was doubt 
about whether the defendant, Pennsylvania, controlled the rates 
to Jersey City from any of the alleged preferred points except 
Norfolk. The report said the Pennsylvania conceded that it 
controlled the rate from Norfolk. The Commission therefore 
found that the rate was not only unreasonable to the extent in- 
dicated but also unduly prejudicial. The complaint asked for 
reparation on shipments made since August 14, 1922. The report 
authorized the complainant and William Suchting & Sons, Inc., 
to make reparation proof by affidavit, if not objected to by the 
defendant. 


RATES ON REFINED SULPHUR 


An order awarding reparation in the sum of $625.97, with 
interest from August 10, 1922, to complainant, has been entered 
by the Commission in No. 16889, Stauffer Chemical Company of 
Texas vs. Houston & Brazos Valley et al., mimeographed, by 
division 3, on a finding that rates on refined sulphur from Bryan- 
mound, Tex., to Fresno, Livny and Los Angeles, Calif., in July 
and August, 1922, were unreasonable to the extent that they 
exceeded $1.05 prior to July 1, 1922, and 94.5 cents on and after 
that date, minimum 50,000 pounds. Charges were assessed on 
the applicable class C rate, minimum 40,000 pounds, of $1.50 
on one car shipped prior to July 1, 1922, and $1.35 on five cars 
shipped after that date. The sulphur was refined in transit at 
Freeport, Tex., but the transit feature was not in issue. Com- 
plainant sought reparation to the basis of a rate of $1.05 subject 
to the general reduction of 1922, minimum 50,000 pounds, that 
was found reasonable for the future on sulphur, ground, refined 
or further manufactured than ground, from Sulphur Mine, La., 
Bryanmound, Freeport and Gulf Hill, Tex., to south Pacific coast 
points when accorded transit at Lake Charles, La., and Tex- 
arkana, in Southern Acid & Sulphur Co. vs. A. & N. M., 74 
I. C. C. 641, decided November 25, 1922. Following that case, 
according to the report, rates of 94.5 cents were made applicable 
from Bryanmound, when accorded transit at Freeport, to the 
destinations here considered, effective June 1, 1923. 


CHARGES ON WHEAT 


The Commission, by division 3, in No. 15721, Moore-Lawless 
Grain Co., B. C. Moore, receiver, vs. Missouri Pacific and Di- 
rector-General, as agent, mimeographed, has found that charges 
assessed on wheat, reforwarded from Kansas City, Mo., to vari- 
ous interstate destinations, and accorded transit at Leaven- 
worth, Kan., and Sweet Springs, Mo., in the federal control pe- 
riod, were applicable and not unreasonable or otherwise un- 
lawful. It found one shipment had been overcharged, directed 
the refund of the overcharge and dismissed the complaint. 

Informal complaint was filed March 1, 1920. January 22, 
1924, the complainant was advised that the matter could not 
be settled informally and the formal complaint was filed March 
6, 1924. The latter alleged that the rates charged on many 
shipments of wheat from Kansas City, accorded transit at 
Leavenworth and Sweet Springs and the product forwarded to 
Bald Knob, Searcy, Helena and Forrest City, Ark., New Orleans, 
La., Charleston, Mo., Philadelphia, Pa., and New York, N. Y., 
were unjust and unreasonable, in violation of section 10 of the 
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federal control law and section 1 of the interstate commerce 
act, and also unjustly discriminatory and unduly preferential 
and prejudicial.’ The question was as to the application of 
proportional rates in Missouri Pacific tariffs. The report said 
that in Victor Milling Co. vs. Missouri Pacific, 91 I. C. C. 58, 
and Moore-Lawless Grain Co. vs. Missouri Pacific, 100 I. C. C. 
303, the Commission had considered, among other things,’ the 
question whether or not the defendants’ transit tariffs author- 
ized protection of proportional rates from Kansas City to various 
destinations with transit at both Leavenworth and Sweet 
Springs and found that complainants’ contentions had not been 
sustained. Following those cases, it said, it found that the 
governing tariffs did not authorize transit at Leavenworth and 
Sweet Springs, forwarded to the destinations mentioned, and 
that the applicable rates were not unreasonable or otherwise 
unlawful. 


RATE ON BRASS INGOTS 


The Commission, in a mimeographed report by division 1, 
in No. 17688, Bell Brothers vs. Atlantic Coast Line et al., has 
dismissed the complaint on a finding that the applicable through 
fifth class rate of 97 cents assessed on four carloads of brass 
ingots, shipped from Charleston, S. C., to Pittsburgh, Pa., in 


April, 1924, was not and is not unreasonable or otherwise un- 
lawful. 


RATES ON PAPER TABLETS, ETC. 


In a mimeograplfed report in No. 18084, Taylor-Atkins Paper 
Company vs. New York, New Haven & Hartford et al., the 
Commission, by division 4, has found that rates on paper tablets 
and papeteries, carloads, from East Hartford, Conn., to Balti- 
more, Md., and-Washington, D. C., were not and are not unrea- 
sonable, but that they were, are, and for the future will be, un- 
duly prejudicial to the extent that they exceeded, exceed or 
may exceed the rates contemporaneously in effect from Holyoke, 
Mass., to the same destinations. The order for the future is 
effective on or before June 1. 

Complainant, a corporation manufacturing paper tablets and 
papeteries at Burnside, Conn., alleged that rates of 36.5 and 41.5 
cents charged on those articles from East Hartford to Baltimore 
and Washington were unreasonable and unduly prejudicial to 
the extent that they exceeded the rates of 30 and 36.5 cents from 
Holyoke to Baltimore and Washington, respectively. 

The Commission said that, as no damages had been shown 
to have resulted from the undue prejudice found to exist, rep- 
aration was denied. It said the finding made was without preju- 
dice to any conclusions with respect to class rates from New 
England points to Baltimore and Washington that it might 
reach in No. 15879, Eastern Class Rate Investigation. 


LUMBER TO CHICAGO HEIGHTS 


On a finding that a rate of 24.5 cents was applicable on 
lumber, carloads, from Angora, Minn., to Chicago Heights, II1., 
between June and November, 1923, both inclusive, that it was 
not unreasonable or unduly prejudicial, and that the present 
rate of 22 cents is not unreasonable or unduly prejudicial, the 
Commission, by division 3, has dismissed the complaint in No. 
17732, Manufacturers’ Association of Chicago Heights on behalf 
of American Stoveboard Company vs. Baltimore & Ohio, Chicago 
Terminal Railroad Company et al., mimeographed. 

Complainant assailed thewates in issue as unduly prejudicial 
in comparison with rates applicable on like traffic from Angora 
and Tower, Minn., to destinations in Illinois and Wisconsin, as 
well as alleging that they were unreasonable. The Commission 
said claims based on undue prejudice in respect of shipments 
delivéred or tendered for delivery prior to September 29, 1923, 
were barred by the statute. 

Originally a rate of 23 cents was assessed and collected on 
the shipments in issue. Subsequently, defendants rendered bills 
for undercharges on the basis of a rate of 24.5 cents, which the 
Commission found was applicable. The Commission said de- 
fendants should collect the outstanding undercharges. 

The lumber shipped from Angora to Chicago Heights was 
second-growth lumber and was cut from box-lumber bolts, and 
did not exceed 102 inches in length. The Commission said that, 
since the hearing, defendants had established a rate of 22 cents 
from Angora to Chicago Heights and that this rate placed 
Angora on the same basis as Tower, where second-growth lum- 
ber was produced. 


SUSPENDED TARIFFS 


In I. and S. No. 2887, the Commission has suspended from 
April 11 until November 11, the operation of certain schedules 
as published in Supplements Nos. 36 and 37 to Buffalo, Roch- 
ester and Pittsburgh Ry. Co.’s Tariff I. C. C. No. 7878. The 
suspended schedules propose to restrict the rules governing the 
handling of fresh meats and packing house products, in peddler 
cars, from Buffalo, N. Y., to destinations on the Buffalo, Roch- 
ester and Pittsburgh, Ry., and its connections, by requiring the 
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shippers to furnish refrigerator cars used in peddler car service 
in lieu of the refrigerator cars now furnished by the carriers. 

In I. and S. No. 2888, the Commission has suspended from 
April 11 until November 11, the operation of certain schedules 
as published in Supplements Nos. 2 and 3 to Agent J. J. Cottrell’s 
I. C. C. No. 659. The suspended schedules are alleged to cancel 
L. C. L, commodity rates on pipe fittings, other than wrought 
iron from points in Virginia and North Carolina to Carolina 
territory, leaving only class rates to apply thereon. The follow. 
ing is said to be illustrative: 


Pipe fittings, other than wrought iron, C. L., in cents per 100 
pounds, from Richmond, Va., to Charlotte, Ty. as present 35%, pro- 
posed 43; Raleigh, N. Cc, present 2914, proposed 384. 


In I. and S. No. 2889, the Commission has suspended from 
April 12 until November 12 the operation of certain schedules 
as published in supplement No. 3 to Agent E. B. Boyd’s tariff 
I. C. C. No. A-1708. The suspended schedules propose to estab- 
lish rates on pine flotation oil, carloads, from New Orleans and 
Shreveport, La., group points to Ogden and Salt Lake City, Utah, 
and points taking same rates, which are reductions from the 
rates currently in effect on pine oil, but which do not reflect 
the existing spread in rates as between the two origin groups. 
The following statement is illustrative: 


Rates in cents per 100 pounds, to Ogden, Utah, from New Orleans, 
La., group, present, pine oil, 150; proposed, pine oil, 150, pine flota- 
tion oil 130; Shreveport, La., group, present, pine oil, 135; proposed, 
pine oil, 135, pine flotation oil, 130. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 17524, John A. Whittemore’s Sons 


vs. New Haven et al., has asked the Commission to grant a 
rehearing therein. 


F. A. Leland, in the name and on behalf of defendant car- 
riers in No. 17555, Crescent Beds Co., Inc., vs. Chicago, Rock 
Island & Pacific et al., has asked the Commission to postpone 
the effective date of its order of March 1, 1927, for a period of 
sixty days, or until July 2, 1927. 


The complainant in No. 15198, Powers-Begg & Co. vs. Wa- 
bash, has asked the Commission to grant a rehearing therein. 
The defendants in No. 14760, and Associated Cases, Park- 
ersburg Rig & Reel Co. vs. Chicago, Rock Island & Pacific 
et al., have asked the Commission to grant a rehearing or re- 
argument therein, and to postpone effective date of its order. 


The Western Terminal Grain Markets Traffic Committee 
has asked the Commission for permission to intervene in and 
become a party to No. 15082, Capital Grain and Feed Co. et al. 
vs. Illinois Central et al., and also that the Commission reopen 
the proceeding for the purpose of receiving evidence, and for 
further consideration. 


The Denver & Rio Grande Western, defendant in No. 18146, 
the Continental Oil Co. vs. Santa Fe et al., has asked the Com- 
mission for rehearing, and/or for argument before and recon- 
sideration by the Commission en banc, and for vacation of order 
dated February 3, 1927. 


The complainant in No. 17944, Pelham Phosphate Co. vs. 
Atlantic Coast Line et al., has asked the Commission to grant 
a rehearing therein. 


The Union Pacific, one of the defendants in No. 15117, Iola 
Cement Mills Traffic Assn. et al. vs. Santa Fe et al., has asked 
for reargument before the entire Commission. 

The complainant in No. 16314, Northern Potato Traffic Assn. 
vs. Baltimore & Ohio et al., has asked the Commission to grant 
a rehearing therein. 


The complainant in No. 18057, the Van Dyke Motor Co. vs. 
Missouri Pacific et al., has asked for reconsideration of the 
Commission’s decision on the present record. 


The Iola Cement Mills Traffic Association, Ash Grove Lime 
& Portland Cement Co., the Monarch Cement Co. and Dewey 
Portland Cement Co. have filed a petition in opposition to re- 
opening, or changing effective date of rates prescribed in Nos. 
15117 and 15138, Iola Cement Mills Traffic Assn. et al. vs. Santa 
Fe et al., as requested by the Consolidated Cement Corporation. 

The National Fertilizer Association has filed reply in oppos- 
ing defendant carriers’ petition in No. 15912, The Ohio Farm 
Bureau Federation and The Ohio Farm Bureau Service Co. Vs. 
Ahnapee & Western et al., for rehearing. 

The complainants and interveners in No. 15584, and asso- 
ciated cases, Sinclair Refining Co. et al. vs. Ahnapee & Western 
et al., have asked the Commission to reconsider the petition 
and supplemental petition for rehearing and reargument here- 
tofore filed in behalf of these parties, and for modification of 
the order entered. 

The Alabama State Docks Commission and the Mobile Cham- 
ber of Commerce and Business’ League, protestants in I. and S. 
2761, bananas from Gulf ports to points in the southern ter- 
ritory and to Ohio River crossings, have asked the Commission 
for reargument before the entire Commission for reconsidera- 
tion of this matter. 


April 
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SOFT COAL TO BUFFALO 


A recommendation that the Connellsville soft coal district 
be enlarged, in so far as Buffalo is concerned, has been made 
by Examiner Charles W. Berry in No, 18514, Acme Coal Co. 
et al. vs. Baltimore & Ohio et al. He said the Commission 
should find rates on bituminous coal, from the Monongah, Short 
Line and Clarksburg districts in West Virginia to destinations 
in Buffalo territory unduly prejudicial to the extent they exceed 
or may exceed the rates contemporaneously maintained from 
mines on the Baltimore & Ohio in the Fairmount and Opekiska 
districts in West Virginia. The Fairmount and Opekiska dis- 
tricts are parts of the Connellsville district. The Monongah 
and Short Line districts adjoin the Connellsville district on the 
north and east. They are small. The Clarksburg district ad- 
joins the Monongah and Short Line districts on the north. 

Rates from Pennsylvania and West Virginia districts are 
based on a rate of $2.09 from the Reynoldsville district to Buf- 
falo. The Pittsburgh district, south and west of the Reynolds- 
ville district, takes 15 cents over, and the Connellsville district, 
south of Pittsburgh, takes 30 cents over the basic rate. The 
examiner recommends an order making the rates from the three 
districts no higher than from Connellsville, so as to remove the 
undue prejudice. In form the carriers would be free to remove 
the undue prejudice by reducing the three districts’ rates or 
raising the Connellsville rate. 

The complaint alleged the rates from mines on the Balti- 
more & Ohio to Buffalo-Rochester were unduly prejudicial to the 
three districts and unduly preferential of the Fairmount and 
Opekiska districts to the extent they exceeded the rates from 
the preferred districts. 

Neither the Baltimore & Ohio nor the Erie, principal de- 
fendants answered the complaint, the examiner said. At the 
hearing the first mentioned carrier admitted the accuracy of 
the allegations. The Erie appeared at the resumed hearing to 
withdrew its concurrence, given earlier, to the position of the 
Baltimore & Ohio, willingness to extend the Connellsville rate, 
because there seemed to be a difference of opinion between the 
Baltimore & Ohio and the other coal originating lines. It intro- 
duced evidence to justify the present situation. It suggested, 
however, an increase in the Fairmount rate to $2.47 from points 
east and west from Fairmount. 

The Pennsylvania, Monongahela, Pittsburgh & Shawmut, 
Buffalo, Rochester & Pittsburgh, Pittsburgh & Lake Erie, New 
York Central, Monongahela Coal Operators’ Association, Central 
Pennsylvania Coal Producers’ Association, Pittsburgh Northern 
Coal Rate Committee, W. J. Rainey, Inc., Fayette-Greene Coal 
Producers’ Association, Inc., and the Westmoreland Coal Co. 
intervened in opposition to any extension of the Connellsville 
district or any reduction in the rate from the complaining 
districts. 

The Donner Steel Co., Inc., Donner-Hanna Coke Corporation, 
Wickwire-Spencer Steel Corporation, Seneca Iron & Steel Co. 
and the Buffalo Bolt Co. intervened in opposition to any ex- 
tension of the Connellsville district. 

Complainants showed, said the examiner, that the existing. 
19-cent differential over Connellsville kept them out of the 
Buffalo market and that they would have a ready sale for coal 
in that market on a $2.39 rate from their mines. They said 
they sold coal in Buffalo, but at 20 cents less than their com- 
petitors so as to absorb the difference in the freight rates. In 
es the matter and disposing of the case the examiner 
said: 


The attitude of the Baltimore & Ohio is that shippers in the 
preferred and complaining districts producing the same grade of 
coal under similar conditions are entitled to a common rate to 
Buffalo, Black Rock, N. Y., Rochester, and other destinations in 
that vicinity and are entitled to the same rates as those maintained 
by the Pennsylvania and the Pittsburgh & Lake Erie from mines on 
the Monongahela in West Virginia. It states it is willing to estab- 
lish such rates. 

The intervening carriers contend that the extension of the $2.39 
rate to the complaining districts would increase the average 
distance from the Connellsville district, result in loss of business to 
the shippers in the Pennsylvania districts, and probably in reductions 
in the rates from the Connellsville, Pittsburgh and Reynoldsville 
districts and the other districts south of the complaining districts. 
madd he interveners operating in the Connellsville district in Pennsyl- 
vania contend that an increase in the average distance to Buffalo 
will increase the excess of the average distance from the Connells- 
ville district over the average distances from the Reynoldsville and 
Pittsburgh districts and invite an attempt from those districts to 
have the now existing differentials increased to the injury of 
Connellsville. These differentials have been approved and the rates 
from the Reynoldsville, Pittsburgh and Connellsville districts have been 
found reasonable by the Commission. Lackawanna Steel Co. vs. 

irector-General, 87 I. C. C. 388, Lackawanna Steel Co. vs. P. R. R. 
Co., 88 I. C. C. 759. 

. Both the carrier and operator interveners contend that Buffalo 
IS a necessary market to them, that the extension of the $2.39 rate 


to the Connellsville district would cause the Pennsylvania operators’ 
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to lose business, deprive them of the advantage of their geographical 
location, and that there is no necessity for opening the Buffalo mar- 
ket to additional competitors. The various interveners introduced 
considerable testimony for the purpose of showing that the present 
rate from the complaining districts is not unreasonable, but is unduly 
low when compared with the rates to Buffalo and other points from 
the Clearfield, Pa., district on the Pennsylvania and the Cumberland- 
Piedmont-Meyersdale, Pa.-W. Va., districts on the Baltimore & Ohio 
and other coal rates. The question of reasonableness per se of the 
rates from the complaining districts or the proper measure of the 
differences between the various differentials is not in issue in this 
complaint. Undue prejudice may result from the relationship of two 
rates each of which lies within the zone of reasonableness. The 
record does not show that a $2.39 rate from the complaining districts 
would result in such low earnings as to require the prescription of a 
minimum rate. 

The intervening carriers lay considerable stress on the contention 
that the origin group adjustment has existed for many years and, 
therefore, should not be disrupted. They overlook the fact that the 
Pennsylvania and Pittsburgh & Lake Erie first disrupted the extent 
of the Connellsville group when they extended it to include mines on 
the Monongahela in West Virginia and that the Baltimore & Ohio 
further disrupted it when it extended the $2.39 rate to mines on its 
line in the preferred districts. . 

Interveners’ contentions that because the mines north of Fair- 
mont are nearer to Buffalo, the existing differentials from the com- 
plaining districts should be maintained, would have more weight 
were the rates on a distance basis but in a group adjustment, dif- 
ference in distances and operating cost are necessarily disregarded to 
some extent. 

The facts that the operator interveners may have paid more 
for their coal lands, that their operations may involve larger in- 
vestments, that they are not operating to capacity, that sufficient 
coal is now moving to Buffalo to supply the demand, and that little 
damage has been shown to have been suffered by complainants, does 
not warrant the Commission in refusing to order the removal of 
undue prejudice. It is the right of complainants to have nonpreju- 
dicial rates in order that they may compete in the Buffalo market if 
they so desire; and it is not the province of the Commission to 
perpetuate an unlawful adjustment of rates although a readjust- 
ment may deprive others of benefits that they have enjoyed for a 
long period of time. 

The Commission should find that the maintenance by the Balti- 
more & Ohio and Erie of a rate from mines on the Baltimore & Ohio 
in the Fairmont and Opekiska districts higher than the rate con- 
temporaneously maintained from the Monongah, Short Line and 
Clarksburg districts is, and for the future will be, unduly prejudicial 
to complainants to the extent it exceeds the rate contemporaneously 
maintained from mines in the Fairmont and Opekiska districts. 

Undue prejudice ordered removed. 





IRON AND STEEL FROM PEORIA 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 18412, Keystone Steel & Wire Co. vs. Alabama & 
Vicksburg et al., on a finding that the rates on iron and steel 
articles, from South Bartonville (Peoria), Ill., to destinations in 
Arkansas, Louisiana, Missouri, Oklahoma and Texas are not un- 
reasonable or otherwise unlawful. 

The examiner treated the complainant, as substantially an 
effort to have Peoria detached from the Chicago-Milwaukee 
group, on traffic to the southwest, on account of its much shorter 
mileage, about 100 miles, than other ports of the group. He 
said the rates on iron and steel articles, as well as on com- 
modities in general, from most of the points in Western Trunk 
Line territory to the destination territory included in this case, 
were made from extensive groups of origin commonly desig- 
nated as “defined territories.” The combined Chicago and Mil- 
waukee groups, both taking the same differential over St. Louis 
and therefore treated as one, the examiner said, was much 
larger than other groups, embracing as it did most of Illinois, 
large parts of Wisconsin and Iowa and a small strip along the 
western boundary of Indiana. From Vandalia, Ill., in the south- 
ern part of the group to Little Rock the distance is 397 miles 
while from Milwaukee, in the northern part of the group it is 
702 miles, a spread of 305 miles. The complainant contended 
that Peoria was entitled to the advantage of its location and 
that application of the average distances resulted in unjust, un- 
reasonable and prejudicial rates to the disadvantage of Peoria 
and to the advantage of Chicago, and other northern points. 

The examiner said that the rates from Peoria were the same 
as from other points in the group where its competitors were 
located and that no positive proof of injury had been shown. 
He said it did not appear that complainant was damaged by rea- 
son of its inclusion in the group and that in the absence of 
proof of tangible injury or of positive evidence that rates were 
unjustly discriminatory or unduly prejudicial, a group adjust- 
ment should not be disturbed. 


ELECTRIC LINE LUMBER RATES 
Attorney-Examiner George M. Curtis, in a report on No. 
18501, Badger Lumber & Coal Co. et al. vs. Atchison, Topeka & 
Santa Fe et al., said the Commission should find the rates on 
lumber and lumber articles, from the Pacific northwest to des- 
tinations on the part of the Kansas City Railways known as the 
Westport Belt, and to points on the Missouri & Kansas Rail- 
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way, called the Strang line, unreasonable and unduly prejudicial. 
The complaint said that the rates from points in Oregon, Wash- 
ington and other northwestern states to yards on the Westport 
Belt in Kansas City, Mo., and to points on the other electric 
line, such as Rosedale, Overland Park, Olathe and Lenexa were 
unjust, unreasonable, unduly prejudicial and unjustly discrimina- 
tory to the extent they exceeded, exceed or may exceed the rates 
from the same points of origin to Kansas City and Dodson, Mo., and 
to Rosedale, Olathe, Lenexa and Argentine, Kan., on the lines of 
defendants other than the electric lines. At the hearing, the 
examiner said, the Rock Island was withdrawn as a defendant. 
The complaint asked for reasonable rates and reparation. 

Curtis said the Commission should find the rates assailed to 
points on the Strang line and the Westport Belt were, are and for 
the future will be unreasonable and unduly prejudicial to the com- 
plainants and intervening west coast lumbermen to the extent 
they exceeded, exceed or may exceed the rates on like traffic 
to Kansas City, Mo.-Kan., Dodson Mo., and Rosedale, Olathe, Le- 
nexa and Argentine, Kan., on the lines of the other defendants. 
He said reparation should be awarded to the basis indicated and 
new rates prescribed. 


GASOLINE RATE APPLICABLE 


Examiner Paul A. Colvin has recommended dismissal of the 
complaint in No. 17108, James E. Berry Sons’ Company, Inc., vs. 
Baltimore & Ohio et al., on a finding that the fifth-class rate of 
31 cents charged on 13 carloads of gasoline shipped in May, 1922, 
from West Alexander, Pa., to Bradford, Pa., over an interstate 
route, was applicable. Complainant alleged that the rate charged 
was illegal and excessive to the extent that it exceeded a com- 


modity rate of 23 cents. The case involved interpretation of 
tariffs. 


T. P. & W. EXTENSION 


In finance docket No. 6127, the Commission, by division 4, 
has authorized the Toledo, Peoria & Western Railroad Corpora- 
tion to construct a line in Henderson county, Illinois, extending 
from a connection with the Toledo, Peoria & Western Railway 
at a point south of Iowa Junction to a connection with the Santa 
Fe at Lomax, Ill., a distance of 5,100 feet. Memorandum an- 
nouncement of the authorization was made last week. 

The applicant was recently authorized to acquire and op- 
erate the lines of railroad formerly owned and operated by the 
Toledo, Peoria & Western Railway Company and its receiver. 
Explaining the purpose of the extension, the report said: 


The applicant’s railway crosses a line of the Atchison, Topeka 
& Santa Fe Railway Company, hereinafter called the Santa Fe, at 
Iowa Junction, near Lomax. The proposed line will be a connecting 
track at this crossing to serve for the interchange of carload freight. 
The applicant represents that this connection will provide shorter 
routes between points on its line and points on the Santa Fe; that 
the distance from Peoria, Ill., to Kansas City, Mo., would be from 
49 to 74 miles shorter than by its railroad and its present connec- 
tions; and that by means of this connection its lime would form 
part of short routes between Pittsburgh, Pa., and Kansas City, which 
would avoid the Chicago and St. Louis terminals. The number of 
cars to be moved over the connecting track is estimated at 15 a day 
in 1927, increasing to 60 a day in 1931 and thereafter. It is claimed 
that the route to be afforded by the proposed connecting track will 
permit of longer hauls to the applicant and the Santa Fe, and will 
eliminate one or more intermediate carriers. It is urged that the 
proposed construction will aid in sustaining that part of the appli- 
cant’s railroad west of Peoria. 

The estimated cost of construction is $64,030, exclusive of the 
cost of protecting a grade crossing over the Chicago, Burlington and 
Quincy Railroad. One-half of the construction cost will be paid 
by the Santa Fe. The applicant expects to finance its part of the 
cost from cash on hand, but may apply hereafter for authority to 
issue securities to cover the expenditure. The applicant and the 
Santa Fe propose to enter into a contract which will provide that 
the point of division of ownership of the proposed track will lie on 
the right-of-way of the Santa Fe. 

There is pending before the Illinois Commerce Commission an 
application for authority to cross the tracks of the Chicago, Burling- 
ton & Quincy Railroad Company at grade. The applicant expects 
to begin construction as soon as authority therefor is received from 
us, and permission is granted by the Illinois Commerce Commisson 
to effect the grade crossing, and to complete it in 90 days after 
beginning. | 


The report said the applicant proposed to change its cor- 
porate name to Toledo, Peoria & Western Railroad. 


ACQUISITION OF LINE BY J. G. & G. 


In a proposed report in finance docket No. 5862, acquisition 
of line by Jacksonville, Gainesville & Gulf; finance docket No. 
5868, securities of Jacksonville, Gainesville & Gulf; finance 
docket No. 5865, control of J. G. & G. by Seaboard Air Line, 
and finance docket No. 5866, assumption of obligation and lia- 
bility by Seaboard Air Line, Examiner A. C. Devoe has recom- 
mended that a certificate and order be issued authorizing: 


1. Acquisition and operation in interstate and foreign commerce 
by the Jacksonville, Gainesville & Gulf Railway of the line of railroad 
from Sampson City to Emathla, Fla. 

2. Issue by the Jacksonville, Gainesville & Gulf Railway of 
$5,000 of capital stock, and $450,000 of first-mortgage 6 per cent 25- 
year gold bonds, series A. 

3. Acquisition by the Seaboard Air Line Railway Company of 


control of the Jacksonville, Gainesville & Gulf Railway by purchase 
of its capital stock. 
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4. Assumption by the Seaboard Air Line Railway Company of 
obligation and liability, as guarantor, in respect of $450,000 of Jack. 
sonville, Gainesville & Gulf Railway first-mortgage 6 per cent 25. 
year gold bonds, series A. 


The Jacksonville, Gainesville & Gulf asked authority to 
acquire and operate the line of the Tampa & Jacksonville Rajj. 
way Company, extending from Sampson City to Emaltha, Fla, 
a distance of 56 miles; and to issue $605,000 of capital stock 
and $450,000 of 6 per cent first mortgage 25-year gold bonds. 
The Seaboard asked authority to acquire control of the J. G.¢@ 
G. by purchase of its capital stock, and to assume obligation 
and liability in respect of the $450,000 of bonds. The examiner 
said no objection to the granting of the applications was made. 
He concluded that the securities to be issued should not exceed 
$455,000. 


G. C. & S. F. DALLAS BRANCH 


C. V. Burnside, assistant director of the bureau of finance 
of the Commission, in finance docket 5472, has recommended 
that the Commission find that public convenience and necessity 
require the construction and operation by the Gulf, Colorado & 
Santa Fe of an extension of its line in Dallas county, Texas, 
but under conditions affecting the routing of traffic to and from 
such extension. 


The report said the issue presented was whether or not 
public convenience and necessity within the meaning of para- 
graph 18 of section 1 of the interstate commerce act required 
the construction by the G. C. & S. F. of a branch line of rail- 
road to serve certain industrial territory in West Dallas, Tex., 
and particularly certain industries now reached exclusively by 
the Texas & Pacific. 


The proposed construction of the line resulted in litigation 
that was ended by the Supreme Court of the United States in 
270 U. S. 266, wherein it was held that the construction of the 
line, as contended by the Texas & Pacific in the litigation, would 
be an extension of a line of railroad within the meaning of 
paragraph 18 of section 1 and that application would have to 
be made to the Commission for authority to build the line. After 
that decision, the Gulf, Colorado & Santa Fe filed the application 
considered in the instant report. 

The proposed line would extend from Hale, a point on the 
G. C. & S. F., approximately 7 miles southwest of the Union 
Station in Dallas, in a northwesterly, northerly and northeast- 
erly direction about 8 miles, reaching six industries, beginning 
with the Trinity Portland Cement Company’s plant on the west 
and ending at the plant of the Wyatt Metal & Boiler Works on 
the east. It would parallel the line of the Texas & Pacific for 
a distance of approximately 3 miles, the plants of the industries 
occupying the space between the two lines. 


The report said that, among other things, favorable action 
upon the application was sought on the ground that the indus- 
tries in the West Dallas district would obtain competitive rail- 
road service and with it the advantages to shippers inherent 
in competition. The Texas & Pacific opposed the application 
on the ground that the line was not required by public con- 
venience or necessity and that it would divert revenue from the 
Texas & Pacific that the public interest required that it should 
continue to receive. In his conclusions, Mr. Burnside said: 


The argument that the West Dallas industries should have the 
benefit of competitive service must be weighed with allowance for 
the evils inherent in the extension of competition of the characer 
here in contemplation. While competition is a stimulus to more 
and better service on the part of the carriers, it is also a fruitful 
source of discrimination and prejudice. In times of car shortage 
the natural tendency of carriers is to supply the shippers who have 
access to a competing line, often at the expense of shippers not so 
fortunately situated. Such preferences are evidenced not only in the 
matter of car supply, but in all departments and in every incident 
of service, extending even to the courtesy of employes. A witness 
in this proceeding testified that in his experience it was necessary in 
the absence of competition to tip railroad employes in order to secure 
proper attention. These preferences, all of which violate the spirit 
of the law, are very difficult to control through regulation. It is 
obviously impossible to provide competitive service at all points or 
to all shippers. Of 1,386 industries on the Texas & Pacific at com- 
petitive points, only 320 have direct service by another line.- The 
number of industries at local points is not shown. All of these in- 
dustries are equally entitled to service in proportion to their needs. 

The strife for competitive traffic leads not only to discrimina- 
tion but to uneconomical and wasteful service. Reference has been 
made to the proposal of the applicant to route traffic between West 
Dallas and points on the Panhandle & Santa Fe by way of the ex- 
tension and its own line, involving an excess haul of about 172 miles 
as compared with the present route by way of the Texas & Pacific 
and Sweetwater. The record also cites an instance of a route of 
actual movement from Amarillo, Tex., ‘to Shreveport, La., by way 
of the Santa Fe lines and the Louisiana Railway & Navigation 
Company’s line, which is about 873 miles long as agains the short- 
line distance of about 560 miles over the Fort Worth & Denver City 
and the Texas & Pacific. It is difficult to believe that the longer 
routes can be justified on the score of economy or expedition. While 
the route last described is not involved in this proceeding, it is il- 
lustrative of a practice that should not be encouraged. 

Weighing the probable effects of the proposed construction in 
their relation to the public interest, the application should be granted, 
but with the proviso that the new route shall not be used except 
where such use will clearly result in increased efficiency from the 
transportation standpoint. Such a limitation would reduce materially 
the amount of traffic and revenue that would otherwise be diverted 
from the Texas & Pacific. The record is inadequate for a finding 
as to all of the routes which would meet the test here proposed, 
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put it is probable that the rule would exclude all traffic moving 
petween the West Dallas district and territory north of Fort Worth 
and west or north of Sweetwater. Doubtless numerous instances may 
be cited of routes apparently more abnormal than these, but their 
existence is not a valid argument in this case. The record should 
be held open to permit a definite determination of the routes or 
territories to be covered by the proviso, through conference or further 
ing. 
“re authorization should be subject to the further condition 
that, upon the construction or acquisition by the Texas & Pacific 
of a proper connection with the extension, the applicant shall switch 
ears for that company between such connection and any industries 
that may be established on the extension, at rates agreed upon or 
established by proper authority, where, in the interest of transporta- 
tion efficiency, the traffic should be routed over the Texas & Pacific. 


MILWAUKEE REORGANIZATION 
The Traffic World Washington Bureau 


The plan for ending the receivership of the Chicago, Mil- 
waukee & St. Paul was submitted to the Commission April 12 
in an application filed by the Chicago, Milwaukee, St. Paul and 
Pacific Railroad, the new company recently organized to take 
over the Milwaukee property. The applicant seeks authority to 
take over the property and to issue securities to make the 
reorganization plan effective. The word “Pacific” was incorpo- 
rated in the name of the new company. The application was 
summarized as follows in a statement issued on behalf of the 
applicant: 


As one of the outstanding features of the reorganization of the 
company’s financial structure, authority to issue several classes of 
new securities is asked in the application. They include $106,395,096 
principal amount of fifty-year five bod cent mortgage bonds, $182,- 
873,693 of five per cent convertible adjustment mortgage bonds, $118,- 
845,800 par amount of preferred stock, and 1,174,060 shares of common 
stock without nominal or par value. 

The reorganization plan, which was approved recently by Federal 
Judge James H. Wilkerson, is unusually comprehensive and, according 
to rail road experts, will meet all the financial problems of the $750,- 
000,000 ““Milwaukee”’ railroad. The principal objects of the reorganiza- 
tion plan are: 

1. A net reduction in the amount of fixed interest-bearing securi- 
ties of approximately $180,000,000 and a net reduction of annual fixed 
interest charges on funded debt from about $21,800,000 to less than 
$14,000,000. This amount, it is believed, will be well within the present 
earnings of the system, under any conditions. Its present earnings 
are about $20,000,000 annually. . i 

2. Funding of more than $185,000,000 of obligations maturing 
during the next ten years into long-term obligations, the interest 
charges upon more than $104,000,000 of which will be contingent 
upon earnings. Under its existing capital structure, the system, at 
the date of receivership, faced maturities during the next ten years 
of about $239,000,000, which, because of its inadequate earnings, it 
was without means of meeting. 

8. Provision for the raising by assessment of about $70,000,000 
in cash, of which a large amount is to be set aside for addition and 
betterment and additional working capital. 

4. Release of $18,000,000 of general mortgage bonds now pledged to 
secure the notes held by the United States government. The re- 
organization plan contemplates the immediate adjustment of the Chi- 
cago, Milwaukee and St. Paul’s debt of $55,000,000 to the government. 
Secretary of the Treasury Mellon has accepted the proposed method 
of repaying the government debt. A saving of approximately $2,000 
a day in interest upon the debt to the government will be immediately 
effected as soon as the plan is consummated. This is but one of 
many benefits which will,accrue from an early termination of the 
receivership and transfer of the properties to the new company. 

5. Adequate provision for the financing of future requirements 
and for the funding of underlying bonds through the creation of a 
new financing mortgage of sufficient security to enable the sale of 
bonds thereunder at normal rate and discounts. At the time of 
the receivership the railroad had no means of providing for its 
capital requirements. 

The Milwaukee was sold at public auction at Butte, Mont., last 
November. The purchase price was $140,000,000 and the purchasers 
assumed all outstanding obligations. The only bid was from Kuhn, 
Loeb & Co. and The National City Company, representing more 
than eighty per cent of the security holders, banded together to re- 
organize the property. 


P. & W. V. EXTENSION 


Authority to build an extension from a point near Cochran’s 
Mills on the West Side Belt, through the counties of Allegheny, 
Washington, Westmoreland and Fayette, to Connellsville, Pa., 
a distance of 38 miles, has been asked by the Pittsburgh & West 
Virginia Railway in an application filed with the Commission. 
The applicant, which controls the West Side Belt through stock 
ownership, said the line would be called the Connellsville 
extension. 

The company said the extension would traverse a part of 
Pennsylvania now inaccessible to railroads and not now directly 
served by any railroad. It said the extension would provide a 
means for the exchange of freight traffic between the Wheeling 
& Lake Erie and the Western Maryland, and would provide a 
new and practicable routing for freight between Baltimore, 
Toledo and lake ports, such route embracing the Western 
Maryland from Baltimore to Connellsville, Pa., the proposed 
Connellsville extension from Connellsville to a connection with 
the West Side Belt near Cochran’s Mill, the West Side Belt to 
Pittsburgh, the Pittsburgh & West Virginia to a connection with 
the Wheeling & Lake Erie at Pittsburgh Junction, O., and the 
Wheeling & Lake Erie to Toledo and other lake ports. 

The extension, the applicant said, would furnish it a non- 
competitive connection, that it did not now possess, via the 
Western Maryland, to traffic territory east of Pittsburgh. It said 
the extension would afford to the carriers that would be 
directly benefited thereby, namely, the Western Maryland, the 
West Side Belt, the Pittsburgh & West Virginia and the Wheel- 





THE TRAFFIC WORLD 999 


ing & Lake Erie, a larger traffic and consequent greater use of 
existing properties and equipment, a part of which was not now 
used to the fullest extent through lack of non-competitive con- 
nections. The extension, it said, would give to it and the 
Wheeling & Lake Erie an opportunity for favorable connections 
to western territory, all of which were now denied, and that 
traffic congestion between Pittsburgh and Connellsville over 
existing lines in times of heavy freight movement would be 
relieved. 


MERGER PLANS FOR WESTERN ROADS 


Ralph Budd, president of the Great Northern, says it will 
probably be a month before the petition for authority to merge 
the Great Northern and Northern Pacific and the transfer of 
control of the Chicago, Burlington & Quincy to the new com- 
pany is submitted to the Commission. “The northwest is al- 
most unanimous in favor of the plan,” he said. Discussing the 
attitude of the public toward the consolidation, he said there 
was general public recognition of the economies that would 
result from the merger, and that those economies could be con- 
sidered in the public interest. He believed the public would 
welcome any relief in that direction. He reiterated that the 
St. Paul had opposeed the plan at various points, but he re- 
served comment regarding the objections, preferring to await 
the hearing before the Commission. 

“The application to merge the Northern Pacific and Great 
Northern will be presented to the Commission as soon as the 
details can be worked out,” said Charles Donnelly, president of 
the Northern Pacific. “It is our aim to have a hearing on the 
application before the coming recess. Deposits of both stocks 
and proxies in support of the plan are very satisfactory.” 

In general, the merger plan was well supported in the 
road’s territory, he said. 


D. & H. CONTROL OF B. R. & P. 


Although the Buffalo, Rochester & Pittsburgh declined to ex- 
tend the option of the Delaware & Hudson on a 999-year lease 
of the former’s property, the Commission has assigned for hear- 
ing April 25 at Washington before Examiner Davis finance 
docket No. 5656, application of Delaware & Hudson Company for 
authority to acquire control of the railroad of the Buffalo, Roch- 
ester & Pittsburgh, by lease, and finance docket No. 6147, ap- 
plication of Delaware & Hudson Company for authority to op- 
erate over a line of the Pennsylvania Railroad Company under 
trackage rights from Buttonwood to Du Bois, Pa. The latter ap- 
plication was filed after a proposed report finding against the 
proposed lease of the B. R. & P. by the D. & H. was issued. 
One of the reasons why recommendation against the lease was 
made was that the D. & H. and the B. R. & P. were not con- 
nected lines. Under the proposed trackage agreement, there 
would be a connection formed between the two lines. The Dela- 
ware & Hudson recently asked the Commission to pass on its 
application in the B. R. & P. lease case notwithstanding refusal 
of the B. R. & P. to extend the option on the proposed lease. 


TENTATIVE VALUATION REPORTS 


The Lakeside & Marblehead Railroad Company, as of June 30, 
1917, total owned, $405,000; total used, $424,011. 

New Jersey Junction Railroad Company, as of June 30, 1917, owned 
but not used property, leased to Erie Railroad Company, New York 
og a Company and Public Service Railway Company, 

The Minneapolis Eastern Railway Company, as of June 30, 1919, 
total owned property, $793,714; total used property, $670,714. 

The Monongahela Connecting Railroad Company, as of June 30, 
1919, total owned property, $3,473,356; total used property, $5,949,874. 
The report also covers the property of the Eastern Railroad Company, 
valued at $274,000, used by the Monongahela. 


FINAL VALUATION REPORTS 


Valuation Docket No. 916, Macon Terminal Company, opinion 
No. B-515, 121 I. C. C 705-19, final value for rate-making purposes 
of property owned and used for common carrier purposes found to be 
$1,332,086, as of June 30, 1917. 

Valuation Docket No. 939, Dexter and Northern Railroad Com- 
pany, opinion No. B-512, 121 I. C. C. 675-86, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $34,459, and of property used but not owned, $2,417, as 
of June 30, 1919. ' 

Valuation Docket No. 568, Silverton Northern Railroad Company, 
opinion No. B-510, 121 I. C. C. 635-55, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
to be $222,645, as of June 30, 1919. 


FINANCE APPLICATIONS 


The St. Louis-San Francisco has applied for authority to acquire 
control, by purchase of capital stock and by lease, of the St. Louis, 
Kennett and Southeastern R. R. Co., and of the Butler County Rail- 
road Company. The line of the St. Louis; Kennett and Southeastern 
extends from Kennett, Mo., where it connects with the Frisco, to 
Piggott, Ark., a distance of approximately 17 miles, with approxi- 
mately 5 miles of sidings. The application as to the St. Louis, Ken- 
nett and Southeastern said the consideration to be paid for the stock 
was $300,000 cash. The sellers of the stock have agreed to pay all 
the bonds of the company or to turn them over to the applicant and 
to pay all other indebtedness of the company. The Butler County 
line extends from Poplar Bluff, Mo., where it connects with the Frisco, 
to Tipperary, Ark., a distance of approximately 40 miles, with a 
branch line from Osprey to Piggott, Ark., a distance of about 8 miles, 
and with approximately 10 miles of sidings. The consideration to be 
paid for the stock of the Butler County is $650,600, in bonds or in 
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cash. The Frisco said the two lines to be acquired were supple- 
mentary and tributary to the lines of the Frisco and that, by the 
acquisition proposed, the public would benefit by the better service 
that could be given by the Frisco through operation as a single 
system, and by the economies that could be accomplished through 
unified operation. 

The Trans Florida Central Railroad Company has applied for au- 
thority to issue 10,000 shares of no par value common stock, of 
which 9,000 shares will be used to pay in full for the Fellsmere 
Railroad, in Indian River county, Fla. a 

The Washington & Choctaw Railway Company has applied for 
authority to abandon its line of railroad from Cantwell, Ala., to 
Bolinger, Ala., a distance of about 10 miles, because of cessation of 
operation of sawmill at Cantwell that produced traffic for the line. 

* The Muscle Shoals, Birmingham & Pensacola Railroad Company 
has applied for authority to purchase a portion of an existing line 
of electric railroad of the Gulf Power Company at or near Pensacola, 
Fla., approximately 5 miles in length, and also a portion of the 
existing line of railroad of the Gulf Ports Terminal Railway Company 
in the same district, approximately 3 miles in length. The tracks 
will be used for team, industrial and switching purposes. 


UNCONTESTED FINANCE CASES 


The Atlantic Coast Line has been authorized to acquire control, 
by lease, of the Washington & Vandemere Railroad. 

The Wichita Falls & Southern has been authorized to operate 
in interstate commerce, under a trackage agreement, over the rail- 
road of the Wichita Valley Railway Company in Wichita county, 
Tex., from Maple Switch to the union station in Wichita Falls, a 
distance of a little over 3 miles. 

The Quanah, Acme & Pacific has been authorized to acquire and 
operate a line of railroad in Motley county, Tex., extending from a 
connection with the applicant’s line at Matador Junction to Matador, 
Tex., a distance of a little more than 8 miles. 

The Wabash has been alithorized to issue and sell $2,625,000 of 
equipment trust certificates at not less than 98.555 per cent of par and 
accrued dividends. 


COMMISSION ORDERS 


The protestants’ petition for rehearing, reconsideration and 
cancellation of effective date of order and tariffs under suspen- 
sion, in I. and S. 2717, storage in transit of iron and steel articles 
at Texas Gulf ports, has been denied. 

The Commission has permitted the Western Union Telegraph 
Company to intervene in valuation No. 973, New Orleans & 
Northeastern, and in valuation No. 974, in re valuation of the 
Alabama Great Southern et al. 

The Traffic Bureau, Davenport Chamber of Commerce, and 
Kohrs Packing Co. have been permitted to intervene in No. 
19301, Swift & Co. et al. vs. Akron, Canton & Youngstown et al. 

The motion of Director-General in No. 13715, Fairmont 
Creamery Co. vs. Director-General, as agent, to dismiss the 
complaint therein for want of prosecution, and in No. 14849, S. W. 
Thaxter & Co. vs. Director-General, as agent, has been denied. 

The petition of Galveston Chamber of Commerce in I. and 
S. 2653, import iron and steel from Gulf ports to interstate des- 
tinations, for modification or amendment of the decision and 
order therein, has been denied. 


The motion of the Chicago, Milwaukee & St. Paul and its 
receivers in No. 19080, North Shore Material Co. et al. vs. Chi- 
cago, Milwaukee & St. Paul et al., to dismiss the complaint 
therein, has been denied. 

The motion of complainant in No. 11926, Cannon Mfg. Co. 
vs. Director-General, as agent, the Southern Railway, to set 
aside the order of December 15, 1926, dismissing the proceeding 
for want of prosecution, has been denied. 

The petition of complainant in No. 16641, Gwin, White & 
Prince, Incorporated, vs. Northern Pacific et al., for rehearing 
has been denied. 

The defendant’s petition for reconsideration in No. 15245, 
Anderson-Taylor Produce Co. et al. vs. Santa Fe et al., has 
been denied. 

The complainant’s second petition to reopen No. 15898, 
Liquid Carbonic Co. vs. Chicago & Erie et al., for argument has 
been denied. 

The petition of defendants in No. 15922 (and Sub. Nos. 1 
and 2), Russellville Compress Co. vs. Gulf, Mobile & Northern 
et al., for reopening, vacation of order and consolidation with 
No. 18826, Federal Compress and Warehouse Co. ef al. vs. Ala- 
bama Great Southern et al., has been denied. 

The second petition of complainant in No. 16453, Interna- 
tional Shoe Co. vs. Baltimore & Ohio et al., for rehearing has 
been denied. 

The complainant’s petition for reargument in No. 16319, 
Armour & Co. vs. Director-General, as agent, in connection with 
oral argument, if had, in No. 18806, Armour & Co. vs. Great 
Northern et al., has been denied. 

The Commission has reopened No. 15853, E. W. McClave & 
Son, Inc., vs. Atlantic Coast Line et al., for reconsideration on 
the record as made. 

The Commission has reopened No. 17187, Ohio Farm Bureau 
Fedeartion et al. vs. Norfolk & Western, for oral argument 
+ my the whole Commission, at such time as it may hereafter 

rect. 

The Commission has denied the petition of complainant in 
No. 16178, Jamestown Chamber of Commerce vs. Pennsylvania 
et al., for rehearing on question of reparation and for reargu- 
ment, and has reopened the proceeding for further hearing, at 
such time and place as it may hereafter direct, solely on the 
question of reparation to certain of the parties who did not 
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appear at the hearing to present evidence as to the payment of 
freight charges. 

The second petition of complainants in No. 12635, Co-Oper. 
ative Oil & Paint Co. et al. vs. Director-General, as agent, the 
Baltimore & Ohio et al., for reargument has been denied, and 
proceeding reopened for reconsideration on the present record, 

The petition of Agent J. E. Johanson, dated March 31, 1927, 
for a postponement of the effective date of fourth section order 
No. 8976, live stock from and to points in southwestern terri- 
tory, entered in fourth section application No. 678, filed by 
F. A. Leland, has been denied, sufficient justification not having 
been shown. 

The time prescribed in finance No. 5105, construction of 
line by Sacramento Northern Ry., as extended, within which 
the Sacramento Northern shall commence and complete the 
construction of the line of railroad in Yola and Solano counties, 
California, has been extended to November 1, 1927, and Novem. 
ber 1, 1928, respectively. 

The Chicago, Indianapolis & Louisville has been granted au- 
thority in No. 13413; in the matter of automatic train control 
devices, to change the type of train-stop device installed under 
order of June 13, 1922, but the prayer for an extension of time 
within which to comply with the Commission’s order of January 
14, 1924, beyond July 1, 1927, has been denied. 

The Commission has denied the petition of defendants and 
respondents in I. and S. 2414, salt, between western and south- 
western points, and cases grouped therewith, for rehearing, and 
petition of complainant in No. 16834, John Morrell & Co. vs. 
Union Pacific et al., for permission to reargue only the question, 
should reparation be awarded prior to May 23, 1925. 

The Commission has denied the petition of Illinois Central, 
Yazoo & Mississippi Valley and Mobile & Ohio presenting their 
interpretation of the order of November 21, 1926, in No. 15082, 
Captital Grain & Feed Co. vs. Illinois Central et al., and for 


extension of the effective date of said order; defendants’ peti- 


tions for rehearing and reargument in Nos. 15082, Capital Grain 
& Feed Co. et al. vs. Illinois Central et al., No. 15226, Birming- 
ham Traffic Bureau vs. St. Louis-San Francisco, and No. 15292, 
Traffic Bureau of Nashivlle vs. Louisville & Nashville et al.; 
motion for further hearing in No. 15082, filed by Mississippi 
Railroad Commission and attorney-general of Mississippi, inter- 
veners; petition for rehearing, reargument, or reconsideration 
of No. 15082, filed by Meridian Traffic Bureau, intervener; petition 
for rehearing and reconsideration of No. 15082, filed by Mobile 
Chamber of Commerce, intervener; petition for modification 
of order or for rehearing in No. 15082, filed by Memphis’ Mer- 
chants’ Exchange, intervener; and petition and amended peti- 
tion of complainant for reconsideration of No. 15292. 

The Commission has reopened No. 16505, Alabama Mining 
Institute vs. Illinois Central et al., for reconsideration, in con- 
nection with I. and S. No. 2814, coal from Illinois, Kentucky, and 
Alabama to Alabama, Mississippi, Tennessee, Arkansas, Louisi- 
ana and Texas and in view of this action by division 2 in re- 
opening for reconsideration in connection with the above, has 
denied the petition of the West Kentucky Coal Bureau for re- 
consideration. 


The petition of Houston Cotton Exchange et al., in No. 
14940, application of rates on cotton to Gulf ports, and No. 13991, 
Weatherford, Crump & Co. vs. Abilene & Southern et al., for 
reopening and consideration in connection with No. 17000, Part 
3, Cotton, has been denied. 

The Nebraska State Railway Commission has been permitted 
to intervene in No. 15823, Duluth Chamber of Commerce vs. 
Chicago & North Western et al. 

The effective date of the order entered in No. 16029, Flor- 
ence Chamber of Commerce vs. Illinois Central et al., and No. 
15944, Florence Chamber of Commerce vs. Louisville & Nash- 
ville, on February 24, 1927, has been postponed to May 25, 1927. 

The petition of the United States War Department, Inland 
Waterways, Mississippi-Warrior Service, in No. 11893, United 
States War Department, Inland Waterways, Mississippi-Warrior 
Service vs. Abilene & Southern et al., No. 11892, Same vs. Same, 
and No. 13290, Secretary of War, operating Mississippi-Warrior 
Service, vs. Aberdeen & Rockfish et al., for further hearing in 
connection with the matter of divisions of through rates on traffic 
moving via Birmingham, Ala., has been granted. 

The order of August 17, 1926, entered in No. 11040, Boston 
Wool Trade Assn. vs. Director-General, as agent, Boston & 
Albany et al., has been vacated and set aside. 

The Commission has reopened, for further hearing under 
the shortened procedure plan, No. 17531, Dann-Gerow Co., Inc., 
vs. Tampa & Gulf Coast et al., to determine the kind of brick 
shipped. 

The Green Bay Traffic Association has been permitted to 
intervene in No. 19240, Dells Paper and Pulp Co. vs. Alabama 
Great Southern et al. 

The Cummer Manufacturing Company has been permitted 
to intervene in No. 19116, Kay Manufacturing Co. et al. vs. Ann 
Arbor et al. 

The Green Bay Association of Commerce has been per- 
mitted to intervene in No. 19328, Indianapolis Chamber of Com- 
merce et al., Indianapolis, Ind., vs. Chicago & North Western 
et al. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Appeals of West Virginia.) Certiorari 
is the appropriate process to review the proceedings of bodies 
and officers acting in judicial or quasi judicial capacity, where 
no other remedy is provided.—Reynolds Taxi Co. vs. Hudson, 
Judge, Bartlett et al. vs. Hudson, Judge, 136 S. E. Rep. 833. 

The orders of the state road commission, granting certifi- 
cates of convenience to independent bus lines proposing to fur- 
nish service in competition with established public carriers, are 
reviewable by this writ.—Ibid. 

(Supreme Court of Mississippi.) Before Laws 1924, c. 132, 
went into effect, foreign railroad doing business within state 
and engaged in both intrastate and interstate commerce was 
not liable for income tax, since Laws 1912, c. 101, as amended 
by Laws 1914, c. 116, necessarily excludes from its operation 
such foreign railroads, when section 4 thereof, levying tax on 
all annual incomes in excess of $2,500, is construed in connec- 
tion with all other provisions.—Miller, State Revenue Agent, vs. 
Illinois Cent. R. Co., 111 So. Rep. 558. 

The state cannot lay tax on interstate commerce in any 
form whatever, whether the tax be on transportation of subjects 
of commerce, receipts derived therefrom, or occupation or busi- 
ness of carrying on commerce.—Ibid. 

Tax laws are to be strictly construed against taxing power 
and, if right to tax is not plain, it cannot be implied, all doubts 
being resolved in favor of taxpayer.—lIbid. 

(Court of Appeals of Kentucky.) Where deed to railroad 
indicated conveyance was made on condition that ground should 
be used only for certain purposes, conveyance by railroad to 
another constituted “abandonment,” whereupon land reverted to 
successors of grantors.—Barton et al. vs. Jarvis et al., 291 S. W. 
Rep. 38. 

If uses of land granted to railroad are limited to certain 
purposes, railroad acquires only an “easement” therefor, and, 
when purposes for which land was conveyed are abandoned, land 
reverts.— Ibid. 

The courts are not inclined to favor forfeiture of easements, 
unless intent to abandon them plainly appears.—lIbid. 

Act of railroad in attempting to convey a fee-simple title to 
land conveyed to it for specific purpose is conclusive evidence of 
its intent to abandon ground for purpose for which it has been 
conveyed.—Ibid. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of New Jersey.) Where suitcase was sur- 
rendered to porter by railroad passenger and deposited by porter 
on station platform, and on search therefor could not be found, 
whether negligence of porter and railroad was proximate cause 
a held for jury.—Girden vs. Thompson et al., 136 Atl. Rep. 

(District Court, E. D., Virginia.) The ‘code of rules govern- 
ing the condition of, and repairs to, freight cars for the inter- 
change of traffic,” to which practically all the railroads in the 
country are parties, and which apply to the transportation of 
shipments in private cars furnished by the shipper, which are 
carried at reduced rates, but repairs to which cars are to be 
made at the expense of the owner, also provide that “each rail- 
road is responsible for the condition of all cars on its line.” 
Held, that such provision did not render a railroad company 
liable for nondelivery of oil which leaked from a tank car fur- 
nished by the shipper and delivered after being loaded, where 
the defect was not discoverable by such inspection as the com- 
pany could and did make, and, after the leakage was discovered, 
it exercised ordinary care to minimize the loss.—Southern Cotton 
Oil Co. vs. Atlantic Coast Line R. Co., 17 Fed. Rep. (2d) 411. 

_(Court of Appeals of Ohio, Knox County.) In shipper’s suit 
against carrier for loss of shipment defended on ground that 
Claim was barred for failure to present it within six months 
after reasonable time for delivery of property had _ elapsed, 
evidence showing that delay in presenting claim was caused by 


THE TRAFFIC WORLD 1001 


carrier held to entitle shipper to recover, in view of U. S. Comp. 
St., sec. 604a, relieving shipper from necessity for filing claim 
when loss was due to delay or damage while loading or damege 
in transit by negligence.—Baltimore & O. R. Co. et al. vs. Fish 
& Lybarger Co., 155 N. E. Rep. 508. 

(Court of Civil Appeals of Texas, Galveston.) Where plain- 
tiff’s pleadings, in case originating in justice’s court, sufficiently 
informed court and defendant of rights asserted and damages 
claimed, their general rather than specific nature held not fatal. 
—San Antonio & A. P. Ry. Co. vs. Turner, 291 S. W. Rep. 329. 

Cases originating in justice’s court are not subject to the 
usual technical rules of pleading.—Ibid. 

Where plaintiff claimed damages for loss of milk from his 
cow and cost of doctoring it, following negligent injury by de- 
fendant railway, a pleading generally alleging damage held 
insufficient to cover above items.—Ibid. 

Where plaintiff claimed damages for loss of mule’s services 
and cost of doctoring it, following negligent injury by defendant 
railway, a pleading generally alleging damage held insufficient 
to cover above items.—lIbid. 

Where plaintiff undertakes to plead in the justice’s court 
and states the issues on which he relies, he is confined to what 
is there stated.—Ibid. 

Where plaintiff asks specific and definite relief in his plead- 
ings in justice’s court, a judgment granting different relief will 
be reversed.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Commission of Appeals of Texas, Section B.) Where tele- 
graph company mistakenly addressed message and failed to 
deliver it, sender’s cause of action was for negligence in failing 
to deliver message and failure to exercise ordinary care to a 
service message did not constitute an independent cause of 
action.— Western Union Telegraph Co. vs. Cates, 291 S. W. Rep. 
193. 

Where sender was guilty of contributory negligence in writ- 
ing message and his contributory negligence proximately con- 
tributed to failure to deliver message mistakenly addressed, 
plaintiff could not recover damages resulting from failure to 
deliver.—Ibid. 

Where appellee’s brief showed no cross-assignment attack- 
ing finding on special issue by jury and asking review of it, 
Court of Civil Appeals could not set aside finding, whatever its 
opinion as to sufficiency of evidence.—Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


(District Court, D., Maryland.) Where an agreed purchase of 
a vessel, title to which had not yet been transferred, but which 
was in the shipyard of sellers undergoing repairs, by agreement 
with sellers put on board a captain and crew, who were equip- 
ping and supplying her for service, it was in “possession,” 
within the meaning of ship mortgage act 1920, section 30; subd. 
R (Comp. St., sec. 81464%4pp); but in view of the contract of 
sale, which clearly contemplated the giving to sellers of a pre- 
ferred mortgage on execution of the bill of sale, the purchaser 
was required to pay all expense incurred pending the transfer, 
and a furnisher of supplies on order of the purchaser is not 
entitled to a lien therefor, where on inquiry he could have learned 
the true situation—The Henry W. Breyer, 17 Fed. Rep. (2d) 423. 

Under ship mortgage act 1920 (Comp. St., sec. 8146%4jjj et 
seq.), a mortgage is valid as soon as executed and recorded, 
notwithstanding delay of indorsement on the ship’s papers.— 
Ibid. 


The provision of ship mortgage act 1920, sec. 30, subd. M 
(Comp. St., sec. 81464%4nnn), relating to “priority of liens” on a 
ship sold in admiralty in a suit to enforce a preferred mortgage, 
is not limited to a suit, brought expressly to enforce the mort- 
gage, but applies as well to a suit brought by other lien claim- 
ants in which the mortgage also is foreclosed.—Ibid. 


When the relationship of shipper and carrier is established, 
there is a duty imposed by law arising out of the relation which 
the carrier sustains to the public and no special contract is 
necessary.—Ibid. 

Where a ship, after receiving cargo on board, issuing bills 
of lading, and receiving prepayment of freight, failed to sail, 
the remedy of the shippers, at their option, is for breach of 
contract or in tort for breach of a duty imposed by law, and in 
the latter case their claims are “preferred maritime liens” 
against the ship, within ship mortgage act, 1920, sec. 30, subd. 
M (Comp. St., sec. 8146%4nnn), which take precedence of a 
preferred mortgage.—Ibid. 

Receipt of cargo on board of ship, with prepayment of 
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freight, where the owners knew that, because of their insolv- 
ency, the ship would probably be unable to proceed on the 
voyage, was constructively fraudulent, and constituted a tort.— 
Ibid. 

Where a ship, after receiving her cargo on board, was unable 
to sail for lack of funds, the filing of a libel for wages by her 
crew was not the cause of non-performance of her duty to the 
shippers, within a provision of the bills of lading that the*car- 
rier should not be liable for loss caused by legal process.—Ibid. 

Services furnished by a corporation stevedore in loading a 
ship do not give a “preferred maritime lien,’ under ship mort- 
gage act 1920, sec. 30, subd. M (Comp. St., sec. 81464nnn).— 
Ibid. 

A provision of a preferred mortgage, prohibiting mortgagor 
from imposing liens “other than for crew’s wages, supplies, or 
salvage,” held a waiver of the preferred status of the mortgage 
in favor of a lien for coal supplied the ship.—lIbid. 

(District Court, E. D., Pennsylvania.) Where bond for pay- 
ment of vessel demurrage recited that discharge of cargo was 
being withheld pending determination of “the actual amount of 
the claim,” and that on giving of bond cargo would be “dis- 
charged without prejudice to the rights of the parties at inter- 
est,’ and was conditioned that obligors would “pay * * * 
the amount of demurrage which shall eventually be agreed upon, 
either by agreement of the parties or by judicial determination,” 
held question of liability, as well as question of amount due, 
if any, was open in suit on bond.—Sir. R. Ropner & Co., Limited, 
vs. Emmons Coal Mining Corp. et al., 17 Fed. Rep. (2d) 386. 

Cesser clause in contract of affreightment, providing “the 


liability of (the shipper) shall cease and terminate as soon as: 


cargo is loaded,” held to relieve only from further liability, and 
not a release from liability already incurred.—lIbid. 

Bond for payment of vessel demurrage held to obligate obli- 
gators to pay any demurrage due, irrespective of whether lia- 
bility was that of shipper, principal in the bond.—Ibid. 

It is not the function of a court to do justice, but to do legal 
justice.—Ibid. 


Where vessel at Rotterdam, Holland, asserting claim for. 
demurrage at loading port, Charleston, S. C., discharged cargo’ 


in reliance on promise of bond for payment of demurrage, held, 
shipper in South Carolina and surety on bond given for payment 
of demurrage were liable thereon, as against claim that execu- 
tion of bond was fraudulently obtained after cargo had in fact 
been discharged.—Ibid. 

Parties who are suit juris must be free to make their own 
bargains, which the law must enforce, if of binding obligation 
in law.—lIbid. 

The law will not lend its aid to the accomplishment of a 
fraud.—Ibid. 

Fraud in fact is essentially a fact to be found, and not a 
legal judgment.—Ibid. 

Where shipper, principal in bond for payment of vessel de- 
murrage, sought reduction of bond which vessel agreed to, 
provided the surety consented, and where shipper obtained 
surety’s consent, but failed to give notice thereof to vessel, 
held, amount of bond was not effectively reduced.—lIbid. 


(District Court of Appeal, Third District, California.) Where 
San Francisco correspondent of New Zealand bank, which had 
discounted draft against shipment of copra, as garnishee in 
action against shipper, delivered check representing proceeds of 
shipment to sheriff, together with a letter notifying him that 
New Zealand bank claimed title as against shipper, held, lien on 
title of New Zealand bank was not thereby irrevocably lost, in 
view of Code Civ. Proc., sec. 544.—National Bank of New Zealand, 
Limited, vs. Finn, Sheriff, 253 Pac. Rep. 757. 


Where New Zealand bank discounted draft against shipment 
of copra, and, after consignee’s rejection of shipment, authorized 
its San Francisco correspondent to deliver papers to shipper’s 
factor, who guaranteed to remit proceeds less expenses, and 
where factor gave San Francisco bank check for proceeds, which 
was garnished as property of shipper, held, New Zealand bank’s 
surrender of bill of lading and other papers to shipper’s factor 
did not destroy its lien, in view of Civ. Code, secs. 2026-2030, 
2369.—Ibid. 

Where New Zealand bank discounted draft against shipment 
of copra, and, after consignee’s rejection thereof, authorized its 
San Francisco correspondent holding draft with bill of lading 
attached to deliver bill of lading to shipper’s factor, who agreed 
to remit to it proceeds of resale, held, resale by factor did not 
destroy lien of New Zealand bank on shipment or proceeds 
which were garnished in hands of San Francisco bank in action 
against shipper.—lIbid. 


Where New Zealand bank discounted draft against shipment 
of copra, and, after consignee’s rejection thereof, authorized its 
San Francisco correspondent to deliver bill of lading to shipper’s 
factor, who guaranteed in writing to remit proceeds less ex- 
penses to San Francisco bank, held, lien of New Zealand bank 
attached to proceeds of shipment, notwithstanding written guar- 
anty of factor did not specifically so provide, the use of par- 
ticiular words being unnecessary.—Ibid. 


Evidence held to sustain finding that New Zealand bank 
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discounted, rather than took for collection, draft against ship. 
ment of copra, which was not overcome by fact that bank sent 
draft to its San Francisco correspondent “for collection” only.— 
Ibid. 


COTTON RATES ORDER UPHELD 


The Supreme Court of the United States, April 11, in an 


opinion written by Mr. Justice Sutherland, in No. 190, The — 


Chicago, Rock Island and Pacific Railway Co., and St. Louis. 
San Francisco Railway Co., appellants, vs. United States of 
America, Interstate Commerce Commission, Houston Cotton Ex- 
change et al., on appeal from the United States court for the 
northern district of Texas, affirmed the decree of the lower 
court dismissing the bill for lack of equity. Thereby it sus- 
tained the order of the Commission directing the establishment 
of rail-and-water and rail-water-and-rail rates on cotton from 
points in Oklahoma via Galveston and the steamship lines of 
the Mallory and Southern Pacific companies, to New England 
destinations, on the basis of four cents less than the all-rail 
rates, not, however, lower than $1.50 per 100 pounds. 

That order was issued in connection with the Commission’s 
report on the complaint brought by the Houston Cotton Exchange 
and Board of Trade and other similar organizations. They asked 
for just and reasonable joint rail-and-water rates from Oklahoma 
points, via Galveston and the Mallory and Southern Pacific 
steamship lines, to New England and Canadian points. Prior 
to that order there were no such joint rates on cotton, the rates 
being combinations on the ports. There were joint rates on 
other commodities, Justice Sutherland said. 

In its report the Commission found that the establishment 
of joint rates on cotton would be desirable in the public interest, 
and that the existing rates were unreasonable to the extent they 
exceeded or might exceed rates constructed by the deduction of 
four cents from the all-rail rates. The Commission’s report was 
made in 87 I. C. C. 392, and 93 I. C. C. 268. 

The railroads assigned twenty-one specifications of error. 
Justice Sutherland said the objections to the Commission’s 


order, so far as necessary to be considered here, might be sum- 
marized as follows: 


1. The Commission undertook to equalize rail-and-water rates 
with the all-rail rates, a power which it does not possess; 

. If the order be treated as made under the power to fix reason- 
able rates, it is arbitrary and without supporting evidence; 

. The result of the order is to short-haul appellants’ lines con- 
trary to paragraph 4, section 15, of the interstate commerce act, as 
amended by section 418 of the transportation act, 1920; and 

The order is based upon paragraph 13 of section 6 added to 
the interstate commerce act by the Panama Canal act of August 24, 
1912, and is therefore void because the authority of the Commission 
was not invoked under that paragraph. 


As to the contention about the Commission equalizing the 
all-rail and rail-and-water rates, the Supreme Court said the 
report of the Commission was responsive to the case made by 
the complaint and to hold that, in fact, its order was not one 
fixing reasonable rates but an order equalizing rates would be to 
put undue stress upon certain recitals contained in the report 
to which the attention of the court was called but which the 
justice said needed not be detailed. 

The opinion said that if these recitals stood alone, they 
might give plausibility to the contention; but that from a con- 
sideration of the entire record, the court thought it quite unfair 
to conclude that the Commission undertook to exercise an 
authority entirely different and distinct from that which the 
complaint specifically invoked. 

Justice Sutherland said it was true that the order fixed the 
rail-and-water rate by relating it, in terms, to the all-rail rate 
but that since the court accepted the view that the order estab- 
lished a just and reasonable rate, there could be no objection 
to the form of words adopted as a method of short and con- 
venient description of that rate. The power of the Commission 
to equalize rates, if its authority to that end should be invoked, 
the opinion said, was not involved. 


As to the allegation that the order was arbitrary and with- 
out supporting evidence, Justice Sutherland said that it. was 
enough to say that both the Commission and the lower court 
thought the evidence was ample to justify the order. Upon a 
consideration of the entire record, the justice said, the court 
found no reason to differ with them in that conclusion. 


With respect to the short-hauling allegation, the court 
pointed out that the power of the Commission, over both rail 
and water lines, had been greatly enlarged by the Panama 
Canal act and the transportation act. The railroads, the justice 
said, insisted that the rail-and-water lines here involved came 
within that part of the first section of the interstate commerce 
act limiting the provisions of the act to carriers by rail and 
water “when both are used under a common control, manage- 
ment or arrangement for a continuous carriage or shipment.” 

Justice Sutherland said that it was not necessary to pass 
on that question, since clearly the order in that respect could 
be sustained under the later and broader provisions of para- 
graph 13 of section 6, added to the interstate commerce act by 
the Panama Canal act. That paragraph says: 
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When property may be or is transported from point to point in the 
United States by rail and water through the Panama Canal or other- 
wise, the transportation being by common carrier or carriers, and not 
entirely within the limits of a single state, the Interstate Commerce 
Commission shall have jurisdiction of such transportation and of the 
carriers, both by rail and by water, which may or do engage in the 
same, in the following particulars in addition to the jurisdiction given 
py the act to regulate commerce, as amended June 18, 1910: * * * 
(b) To establish through routes and maximum joint rates between and 
over such rail and water lines, and to determine all the terms and 
conditions under which such lines shall be operated in the handling 
of the traffic embraced. 


The justice also quoted additions made to the interstate 
commerce act by the transportation act, especially section 500, 
and said that these and other provisions emphasized the inten- 
tion of Congress to broaden the control of the Commission over 
rail and water transportation and generally to extend the regu- 
latory power of that body over all such transportation in the 
public interest. It would be quite inconsistent with that broad 
purpose, the justice said, to adopt the narrow construction of 
the statutory provisions under review which was advanced by 
the appellants. He said that, on the whole, and especially in 
the light of the definite congressional policy which the legisla- 
tion reflected (Richardson vs. Harmon, 222 U. S. 96, 104; Holden 
vs. Stratton, 198 U. S. 202; Minnesota vs. Hitchcock, 185 U. S. 
373), the court found no difficulty in rejecting the construction 
thus advanced and adopting that which the court had indicated, 
without at the same time doing violence to the fair meaning of 
the language actually employed. 

Justice Sutherland said that little needed to be said in dis- 
posing of the final objection. The contention, he said, was that 
the Commission was without power to predicate its order on 
paragraph 13 of section 6 because there was no formal reference 
in the complaint to that paragraph nor an order for an investiga- 
tion under it on the Commission’s own motion. The allegations 
of the complaint, in matters of fact, he said, were sufficient to 
authorize the Commission to consider the case under that pro- 
vision as well as others. To plead the law relied upon, he said, 
was-no more necessary in a proceeding before the Commission 
than it was in a judicial proceeding. 


TAX CASE REVERSED 


In an opinion by Mr. Justice Butler, the Supreme Court of 
the United States, April 11, reversed the Circuit Court of Ap- 
peals of Kentucky in No. 33, Southern Railway Co., plaintiff in 
error, vs. Commonwealth of Kentucky, and No. 34, James C. 
Davis, Director-General, vs. Commonwealth of Kentucky. The 
lower court sustained a judgment against the Southern and the 
Director-General for franchise taxes imposed under the laws 
of Kentucky in respect of certain lines of railroad operated by 
the plaintiffs in error. Reversal was sought on the ground 
that, as applied, the laws contravened the due process clause 
of the Fourteenth amendment. The laws involved provided for 
a franchise tax on intangible property. The reversal was made 
on the ground that an attempt was made to tax property that 
was outside the state of Kentucky. 


PAYMENT FOR WHARFAGE 


In No. 229, New York Dock Company, petitioner, vs. Steam- 
ship “Poznan,” her engines, etc., and John B. Harris Company, 
the Supreme Court of the United States, April 11, in an opinion 
by Mr. Justice Stone, reversed the United States Circuit Court 
of Appeals for the Second Circuit. Justice Stone said the case 
involved the right of a wharf owner to preferential payment 
from the proceeds of a vessel, for wharfage furnished the vessel 
while in the custory of a United States marshal under a war- 
rant of arrest in admiralty. The district court entered a decree 
providing for payment for the wharfage. The Circuit Court of 
Appeals reversed that-:decree. The Supreme Court reversed the 
Circuit Court of Appeals and held that the decree of the district 
court should be reinstated. 


PERSONAL INJURY CASES 


The Supreme Court of the United States, April 11, denied 
petitions for, writs of certiorari in the following personal in- 
jury cases: No. 919, Gulf, Mobile & Northern, petitioner, vs. 
J. A. Myers, to the Supreme Court of Mississippi; and No. 932, 
Louise Taylor, petitioner, vs. Southern, to the Court of Appeals 
of the District of Columbia. 


DAMAGE SUIT PROPERLY BROUGHT 


In No. 225, Dimmitt Hoffman, judge, etc., plaintiff in error, 
vs. State of Missouri ex rel. Foraker, the Supreme Court of the 
United States, April 11, in an opinion by Mr. Justice Brandeis, 
affirmed the Supreme Court of Missouri, holding that the Mis- 
souri Pacific could be sued in a Missouri state court for dam- 
ages for the death of an employe killed on the company’s lines 
in Kansas. The Supreme Court of Missouri directed the judge 
of an inferior court to set aside a judgment dismissing the 
action against the Missouri Pacific and ordered him to enter- 
tain jurisdiction. The action was brought in a county of Mis- 
souri traversed by the railroad in which it had an office and 
an agent for the transaction of business. Under Missouri law, 
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the railroad was liable to suit there. The railroad contended 
that it should have been sued in Kansas. The employe who 
was killed was also a resident of Kansas. The effect of the 
highest court’s decision was that, even though the carrier were 
put to some inconvenience by the suit in Missouri, the suit 
could be brought there. 


PIPE LINE DEPRECIATION 


The Trafic World Washington Bureau 


A hearing was had, April 12, before Examiner Bunten, on 
proposals put out by the Commission, in No. 19200, Depreciation 
Charges by Pipe Line Carriers, in respect of rules and methods 
to be observed by oil pipe line common carriers in handling 
depreciation accounts. Following the decision of the Commis- 
sion in Telephone and Railroad Depreciation Charges, 118 I. C. 
C. 295, the Commission initiated No. 19200. In instituting that 
docket, the depreciation section of the Commission expressed 
the view that the fundamental principles which were controll- 
ing in the application of depreciation accounting for the prop- 
erty of steam railroad and telephone companies appeared to be 
controlling also with respect to the application of depreciation 
accounting for other classes of common carriers. Therefore it 
recommended that the Commission enter an order concerning 
depreciation charges of carriers by pipe lines substantially the 
same as that entered in respect of charges of steam railroad 
companies. 

A committee representing the American Petroleum Associa- 
tion, counseled by Fayette B. Dow, appeared before Examiner 
Bunten to point out why the Commission should do no such 
thing. One point the committee made was that entry of such 
an order would require the pipe lines to keep two sets of books 
in the matter of depreciation charges, one in accordance with 
the rules and regulations prescribed by the Bureau of Internal 
Revenue, for income tax purposes, and another set in accord- 
ance with the rules and regulations of the Commission, for rate- 
making purposes. The committee based its argument on the 
fact that in the history of the Commission only one or two rate 
orders had ever been issued and suggested that for that reason, 
if for no other, the thought of having to keep two sets of books 
on account of the unwillingness of two governmental agencies 
to use uniform rules should not be even entertained or sug- 
gested as possible. 


At present there is no variation as between the two branches 
of the government. At present the pipe lines are following the 
practice of depreciation accounting on the unit basis under the 
“classification of investment in pipe lines, pipe line operating 
revenues and pipe line operating expenses of carriers by pipe 
lines” prescribed by the Commission, in accordance with section 
20 of the act to regulate commerce which became effective Jan- 
uary 1, 1915. 


The committee said that if finding No. 12 (in so far as it 
required that loss of service value be charged in its entirety to 
the depreciation reserve) set forth in the Commission’s report 
on railroad and telephone depreciation accounting, was applied 
to pipe lines it would force a change in accounting practice 
which it believed not necessary or warranted by facts. In other 
words, that the change would be a change for the sake of a 
change because none of the statutory provisions looking to the 
maintenance of an adequate system of transportation by rail- 
road were applicable to the pipe lines. Congress, the committee 
pointed out, had never said a word about the Commission mak- 
ing rates by pipe line that would give the companies a fair re- 
turn on their investment and at the same time the public ade- 
quate service. For that reason the committee said it was of 
the belief that no change had taken place with respect to either 
the statutory requirements applicable to pipe lines or to the 
practical operation of pipe lines which would make it necessary 
for the Commission to put into effect new accounting principles 
and practices with respect to depreciation. 

The big change that would be brought about by the adop- 
tion of the depreciation section’s recommendation would be a 
change from the unit to the group basis. The pipe line com- 
mittee said that if the Commission should determine that the 
group basis was necessary, the pipe line accounting could prob- 
ably be accommodated to the group basis provided the Commis- 
sion recognized and would approve increases in the depreciation 
rates, now based on units of property, so as to make them high 
enough to cover the depreciation by groups. The changes made 
necessary by the relatively low rates on units, the committee 
pointed out, were now taken care of by means of the property 
retirement account in the maintenance group of expense ac- 
counts. The committee pointed out that conditions of operation 
and service life varied widely among pipe lines and that there- 
fore a flexible exercise of judgment had to be permitted in de- 
termining the rates to be applied by pipe line carriers. 

The oil accountants said that sound results could not be 
attained in the depreciation accounting unless depreciation was 
understood to include loss through (1) physical deterioration 
and decay; (2) obsolescence; (3) inadequacy, and (4) termina- 
tion of usefulness of plant through cessation of, or decrease in 
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New, Fast and Dependable 


Freight Service Between 
Chicago and the East 


Via South Shore Line from Chicago to Michigan City, Nickel 
Plate, L. E. & W. District and connections— 


Rates now applicable via this route on traffic to and from Chicago 
and points beyond; also to and from the west. 


Connections in Chicago with Elgin Joliet and Eastern Railroad 
(Chicago Outer Belt), Baltimore and Ohio Chicago Terminal and 
Pullman Railroad — give direct connections with all lines to and 
from Chicago. 


The South Shore Line has completely rehabilitated and re-electrified 
its property within the last year, adding new electric freight loco- 
motives, new steel passenger equipment, laid new ballast over the 
entire line and several miles of new 100-lb. rail, making it one of 
the most modern electrically operated railroads in the country. 








CHICAGO OFFICE 


Telephone Central 8280 


Wm. Petersen, Traffic Manager 


W. R. Jones, Commercial Agt. 


SOUTH BEND OFFICE 
301 North Michigan Street 
Telephone Lincoln 5764 


A. Waldbauer, G.A., 528 Park 


Corn Exchange Bldg 
nneapolis, Minn., Telephone Conve 1088" 
M. Purcell, G.A., 717 Co 








One of the 80-ton electric locomotives used in South Shore Line freight service. 


Chicago South Shore and South Bend Railroad 
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production of, the sole commodity which pipe lines were de- 
signed to handle. 

Among the things pointed out to Examiner Bunten by the 
oil accountants was that they were now forced to make reports 
to the Internal Revenue Bureau, the Interstate Commerce Com- 
mission, the Bureau of Mines of the Department of Commerce 
and the Federal Trade Commission, as well as to state tax com- 
missions, state regulating commissions and that uniformity was 
most desirable. That was so, they said, particularly in view of 
the fact that there had grown up an industry in which the enter- 
prising man seeking profit in an unusual way bought himself 
a share of stock in a company and then consulted the various 
reports with a view to pointing out inconsistencies and suggest- 
ing that there was something rotten in the state of Denmark, 
when the differences in reports was due only to the varying 
rules prescribed by governmental departments. 

Much of the hearing was in the nature of an off-the-record 
conference because, as Examiner Bunten said, the Commission 
desired to learn the views of the pipe line carriers as fully as 
possible. However, for the purposes of the record, Mr. Dow 
called as witnesses Ralph G. Hare of the Prairie Pipe Line Co., 
H. A. Gidney of the Gulf Pipe Line Co., and D. S. Bushnell of 
the Indiana Pipe Line Co. The first mentioned, for record pur- 
poses, set forth the views of the pipe line companies that the 
Commission should not require them to go from the unit to the 
group basis in their depreciation accounting because of the 
extra bookkeeping it would require, one set of books for the 
income tax gatherers and the other for the rate regulating body. 
Messrs. Bushnell and Gidney were called to reinforce the points 
made about the annoyance and expense caused by the refusal 
of governmental agents to agree upon.uniform accounts. 

Mr. Dow called attention to the fact that Secretary Hoover 
of the Department of Commerce, for years had been preaching 
elimination of waste through the adoption of uniform specifica- 
tions, uniform practices and the elimination of odd sizes in 
manufacturing standard products and suggested that the govern- 
ment should practice what it preached. He said he hoped the 
examiner would not forget what he had said about uniformity 
because he did not intend to forget it. On the contrary he said 
he expected to continue asking for the oil industry, at least, 
the minimum of variations between governmental branches deal- 
ing with the same subject and the abolition of duplications. 


CHICAGO SWITCHING RATES 


The Trafic World Washington Bureau 


At the time this was written it was impossible to estimate 
how much of a fight would be made against the compromise 
Chicago switching rates, carried in Galligan’s agency tariffs 
and the tariffs of individual lines. Four requests for suspension 
and two requests that the tariffs be not suspended had been 
filed with the Commission. That, however, meant nothing, 
necessarily. Under the rules of the Commission those interested 
will have until April 20 in which to make representations for 
or against the tariffs; that is, ten days before they are to 
become effective, April 30. 

Requests that the tariffs be not suspended were filed by the 
Chicago Association of Commerce on behalf of scores of ship- 
pers and by Walter E. McCornack, the latter for the Chicago 
Gravel Co., complainant in Chicago Gravel Co. vs. A. T. & S. ¥. 
et al., decided in 118 I. C. C. 633. 

Requests for suspension were made by the American Maize 
Products Co., Corn Products Refining Co., Federal Cement Tile 
Co. and the Barrett Co. The corn products people took the 
position that their traffic could not stand eny higher rates. They 
pointed out that competitors in Iowa and Illinois were able 
to ship, after having had transit at their mills, into Chicago 
at the flat rate, the switching charges being absorbed by the 
carriers having the line haul while the Chicago plants had to 
stand the cost of switching, grain being one of the commodities 
originally excepted from the Lowery switching agreement, pres- 
ervation of which is the object of the Chicago Association of 
Commerce and those signing its representations. The corn 
products interests contended that the disadvantage now existing 
was as much as they could stand and that the increased charges 
proposed would result in increasing their disadvantage. 

The tile company showed increases in its switching charges 
ranging from 20 to 40 per cent. The Barrett company showed 
increases from 40 to 75 per cent. It said the railroads were 
demanding revenues which would be excessive and would place 
an unnecessary burden upon it as well as proposing rates that 
would be unjust and unreasonable. 








CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
March 23-31, inclusive, was 248,477, as compared with 252,751 cars 
in the preceding period, according to the car service division 
of the American Railway Association. The average daily short- 
age was 538 cars, made up of 22 flat, 437 gondola, 29 hopper, and 
50 S. D. stock cars. The surplus was made up as follows: 


Box, 116,988; ventilated bex, 345; auto and furniture, 14,511; 
total box, 131,844; flat, 7,056; gondola, 33,844; hopper, 34,573; total 
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coal, 68,417; coke, 524; S. D. stock, 22,000; D. D. stock, 4,258: fe 
frigerator, 12,843; tank, 289; miscellaneous, 1,606. 


Canadian roads reported a surplus of 19,675 cars, made up 
of 16,500 box, 1,350 flat, 250 gondola, 800 S D. stock, 500 refrig. 
erator, and 275 miscellaneous cars. 


FEBRUARY OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads, for February, 1927, 
and 1926, and for the two months ended with February, 1927 
and 1926, for the United States, as a whole, follow: 





1927 1926 
Average number of miles operated....... 238,078.84 237,385.91 
Revenues: 
MNES. SN risciss trac vraie ere eae aoa een $353,857,047 $340,755,318 
NN re Oe nr Pe * 74,218,359 $ 78,626,086 
REE fasatn, daca kcwarersiaio oe wie.aceinnd emma einem cere 7,457,389 7,587,660 
PAEDUCBS. cc vcccccccccscccccsoccecccesce 8,888,455 9,131,123 
All other transportation.............. 15,095,304 14,872,131 
TIONED ce ceces cccciccccsoresevcecese 8,796,355 9,186,556 
pO Oe SE >) a err 1,101,279 1,066,668 
BE ee ere 419,954 379,576 
Railway operating revenues...... 468,994,434 460,854,966 
Expenses: 
Maintenance of way and structures... 58,669,436 58,893,321 
Maintenance of equipment............ 99,038,864 101,002,458 
. .. SSeS pes ae s »561 8,907,922 
i er reer ee 175,398,176 173,865,620 
Miscellaneous operations ...........+. 4,261,963 4,312,609 
IRS ro iwc crscas ss cia isle oie wi eraisinns iss cincsiels- 15,319,840 14,803,617 
Transportation for investment—Cr.... 840,985 781,885 
Railway operating expenses....... 361,472,855 361,903,662 
Net revenue from railway operations..... 107,521,579 99,842,304 
Railway tax accruals.......ssccccccecsees 28,684,908 28,302,980 
Uncollectible railway revenues........... 115,771 126,536 
Railway operating income............ 78,720,900 71,412,788 
Equipment rents—Dr. balance............ 6,763,497 6,110,616 
Joint facility rent—Dr. balance........... 1,912,018 1,881,063 
Net railway operating income......... 70,045,385 63,421,109 
Ratio of expenses to revenues (per cent) 77.07 78.33 
TWO MONTHS 
Average number of miles operated........ 238,001.58 237,355.02 
Revenues: 
NE, in cinaceweweeeden aus enwnw en ebweer $711,757,407 $688,833,704 
PED aincqoessesnwasewcecareowsnen 7160,133,119 §168,187,925 
BEE onc aistnqstccusdu secre ew uouceve 15,324,526 15,602,639 
BOE, Sreccnsn penesioesieKe veer eon cees 17,686,060 18,944,051 
All other transportation.........-..08. 30,646,359 30,429,747 
eS eae re 18,977,414 19,174,672 
SORE TAGE. ove 8 tecccccceccvcwcs 2,337,419 2,148,499 
Bk Aer ae 863,534 783,489 
Railway operating revenues...... 955,998,770 942,537,748 
Expenses: 
Maintenance of way and structures... 118,505,358 117,798,232 
Maintenance of equipment............ 205,180,462 206,491,602 
BEE cab enceserereseeseetsevvereness 19,476,924 17,927,164 
TEENIE oc cccckumaccuceceesenscies 366,939,354 360,852,259 
Miscellaneous operations ...........+- 9,071,288 8,887,652 
“9 ee ar at Seana 31,613,275 29,985,43% 
Transportation for investment—Cr.... 1,824,444 1,853,475 
Railway operating expenses...... 748,962,217 740,088,872 
Net revenue from railway operations..... 207,036,553 202,448,876 
Railway tax accruals..........-seseeeeeees 58,023,140 56,967,518 
Uncollectible railway revenues............ 218,707 _ 237,297 
Railway operating income............. 148,794,706 145,244,066 
Equipment rents—Dr. balance ..........+. 13,347,052 12,065,842 
Joint facility rent—Dr. balance........... 3,823,575 3,904,367 
Net railway operating income......... 131,624,079 129,273,857 
Ratio of expenses to revenues (per cent) 78.34 78.52 


*Includes $2,992,002 sleeping and parlor car surcharge. 
tIncludes $3,054,580 sleeping and parlor car surcharge. 
yIncludes $6,330,514 sleeping and parlor car surcharge. 
§Includes $6,454,881 sleeping and parlor car surcharge. 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads in January totaled 
$85,864,000, as compared with $89,478,925 in January, 1926, a 
decrease of $3,614,925, according to revenue traffic statistics 
compiled by the Bureau of Statistics of the Commission from 
reports representing 174 steam railways, exclusive of switching 
and terminal companies. 

Freight revenue in January, however, showed an increase 
over that for January, 1926, the total for January this yeal 
having been $357,280,262, as compared with $347,050,300 for 
January, 1926. 

The number of revenue passengers carried in January was 
74,507,000 as compared with 73,771,000 in January, 1926. Rev- 
enue per passenger-mile averaged 3.030 cents in January as 
compared with 3.074 cents in January, 1926. 

Revenue tons carried in January totaled 181,926,000 as com- 
pared with 171,408,000 in January, 1926. Revenue tons carried 
one mile in January aggregated 34,854,020,000, as compared with 
33,647,946,000 in January, 1926. Revenue per ton-mile averaged 
10.25 mills in January as compared with 10.31 mills in January, 
1926. Revenue per ton per road averaged $1.964 in January as 
compared with $2.025 in January, 1926. : 





CHANGES IN DOCKET 


Argument in No. 18427, Detmer, Bruner & Mason, Inc., VS. 
Bush Term. R. R. et al., assigned for April 13, at Washington, 
D. C., was canceled. 

Hearing in I. and S. 2886, export rates to Rio Grande cross- 
ings on traffic destined to Mexico, assigned for April 16, at El 
Paso, Tex., before Examiner Beach, was canceled. 
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THE TRAFFIC WORLD 


Industrial Traffic Adeniaistenten 


Thirty-fifth of a Series of Thirty-Six Articles on This Subject Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Freight Claim Prevention 


The old adage that an ounce of prevention is worth a pound 
of cure is nowhere shown to be more true than in the claim 
pranch of traffic management. It is far better, from the point 
of view of the shipper, the consignee, the carrier, and the public 
at large, that freight claims arising out of the loss, damage, or 
delay to freight be eliminated by improved methods of preparing 
freight for transportation and of handling freight while in tran- 
sit than that those who have suffered loss be compensated by the 
carriers through claim channels. 


It is unfortunate that the importance of freight claim pre- 
vention as a means of reducing waste in industry was not more 
fully appreciated in the past. In the last half dozen years, 
however, the carriers, particularly through the efforts of the 
freight claim division of the American Railway Association, and 
shippers, through such organizations as the National Industrial 
Traffic League, the régional advisory boards, and local traffic, 
industrial, and commercial traffic organizations, have stressed 
the importance of the elimination of the causes of claims. 
Great progress has been made in reducing the amount of loss, 
damage, and delay claims. The research organizations of the 
box and container manufacturing companies, the traffic and 
transportation journals, and scientific organizations interested 
in or connected with transportation also deserve their meed of 
praise for the results of their efforts in claim prevention. 


Too many industrial traffic managers have failed to take 
as much interest in claim prevention as in claim collection 
because the results of the latter form of activity are more tangi- 
ble and spectacular than the former. An industrial traffic 
manager who can show the executive officers of his company 
that his department collected $50,000 or more in claims in a 
year has something much more tangible to show than the one 
who can show that he prevented $50,000 in possible claims. 
The manager who can prevent claims through eliminating the 
fruitful sources of them is, however, the better traffic man. 
This fact, fortunately for industry and the carriers, is coming 
to be appreciated. 


Carl B. Pirie, traffic manager of Harper and Reynolds Cor- 
poration, Los Angeles, California, in a paper, “The Elimination 
of Waste in Transportation,” points out that the use of simple 
claim prevention measures by his company has resulted in the 
reduction of all traffic claims from a monthly average of several 
thousand dollars to an average of only a hundred and fifty 
dollars. He makes an earnest plea for greater attention on the 
part of industrial traffic managers to the prevention of claims. 
Says he: 


There is no mystery about this procedure. Simply take a ship- 
ment coming into your plant this morning from a point, for example 
in Ohio, over an intercoastal route. It develops both damages and 
overcharge. If you write the shipper asking for improvement in 
packing or proper description to prevent the succeeding shipment 
due to weeks hence from having the very same claims on the car- 
riers for damage and overcharge, are you not doing more than the 
carrier can do to insure getting the gross profits without overhead 
expenditure on these shipments that you ought to receive and can 
receive if you do your part? Or don’t you care? Are you making 
the “boss” think it is all right to have this damage always and all 
of these overcharges continuously? Are fon trying to build or reduce 
these figures in your traffic account? hich is the better way from 
a business economy standpoint? It it not constructive and real busi- 
ness economy to stop this waste at the source? When you write to 
a shipper and he follows out your or his own ideas and improves 
the next shipment, if the shipper also standardizes the new packing 
or description, he will increase a hundred or a thousand fold the 
benefit to all customers at all points. 


The Real Loss in Claims 


The huge annual waste in transportation represented by the 
volume of loss and damage claims paid by rail carriers does 
not represent the entire loss through faulty shipping and trans- 
portation. To this sum must be added the amount paid by 
insurance companies in compensation of claims filed with them 
under various forms of transportation policies, the claims paid 
by express, motor freight, and steamship carriers and by the 
U. S. government to claimants for loss or damages to insured 
parcel post packages. 

The principal railroads are repaying to claimants for loss, 
damage, or delay, approximately $1 out of every $100 of gross 
revenues received for the transportation of the goods. In the 
last ten years the average annual return to claimants has been 
$1.50 of every $100 in gross revenue. This represents only the 
amount actually paid and does not include the salaries and 
overhead gxpenses of claim departments of the carriers nor the 


1Elimination of Waste in Transportation, p. 3. 





expense of maintaining claim bureaus of industrial and com- 
mercial traffic organizations. 

The payments of the carriers for loss, damage, and delay 
claims do not represent the total economic loss. Repayments 
of money for damages to claimants do not fully compensate 
those who have suffered from loss, damage, or delay in con- 
nection with shipments. The object of transportation is the 
delivery of all the goods shipped at destination in good mer- 
chantable condition in time for the market or other purpose 
for which they were shipped. The payment of claims does not 
accomplish the delivery of the goods for resale or for consump- 
tion. 

Claimants are not compensated by the carriers for pro- 
spective profits, for the salaries of employes who prepare, file, 
and trace claims, or for other overhead or special expenses, so 
that the carriers’ payments never represent the entire satisfac- 
tion of the parties at interest. On the other hand, the carriers 
are forced to add to their expenses by maintaining organizations 
to investigate and pay the claims. 


Mr. Pirie expresses in this way the idea that the claim is 
not fully compensatory: 


The claim dollar rightly considered in waste, should be thought 
of as a three fold loss-one dollar, the claim itself (the amount paid 
by the carrier) covering the invoice cost plus freight (or other proper 
basis of claim); one dollar for innumerable small losses and over- 
charges never presented to the carriers for refund; and one dollar 
for claimants’ overhead and loss of profits involved in the entire 
life of each transaction.? 


While not wishing to pass on the ratios presented by Mr. 
Pirie as being accurate for all unpresented loss and overcharge 
claims or for loss of profits and overhead expenses, the point 
is well taken that no claim adequately compensates the claimant 
for his complete loss, including the loss of profit and overhead 
expenses. 


Claim Preventative Measures 


Earlier articles in this series have stressed the importance 
of proper packing, marking, weighing, container selection, rout- 
ing, and similar ways in which goods may be prepared to with- 
stand the ordinary hazards of transportation. Shippers’ organ- 
izations, government bureaus, and many other individuals and 
organizations are working assiduously in spreading information 
as to ways and means of reducing loss, damage, and delay claims 
through correct shipping procedure. 

On the other hand, not all freight properly prepared to 
withstand the ordinary hazards of transportation is delivered 
without loss, damage, or delay, due to pilferage, rough handling, 
wreck, railroad congestion, errors, or carelessness on the part 
of railroad employes. The efforts of individual railroad, railroad 
associations, and governmental agencies are directed to the 
prevention of claims arising from these causes. The result of 
shippers, carriers, and the government cooperating in these 
matters has tended to effect material reductions in certain 
classes of claims and to reduce the aggregate amount of claims 
materially since 1920. The continued cooperation of these 
groups in interest will ultimately reduce freight claims to a 
reasonable amount. Education and interest alone will bring 
about this desired result. 

It is unnecessary to do more in this article than to mention 
the more important ways in which claim prevention can be 
fostered by the shippers, the carriers, and the government. 


Sas ; 
Ways in Which Shippers Can Assist in Preventing Claims 


1. By properly packing goods in substantial containers. 

2. By providing sufficient inside the containers to protect 
fragile goods. 

3. By carefully and accurately marking packages with full 
name, address, route, destination, and shipper’s name and ad- 
dress. 

4. By avoiding the use of second-hand containers unfit for 
further use. . 

5. By obliterating previous markings. 

6. By placing identifying marks showing names and ad- 
dresses of both shipper and consignee inside of shipping con- 
tainers. 

7. By placing proper caution marks, such as “Glass,” “Fra- 
gile,’ “Handle with Care,” or “This End Up,” on containers 
holding fragile goods. 

8. By using proper materials as dunnage to brace the con- 
tents of cars, if the shipments are carloads. 


7P. 5. 
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9. By the proper preparation of perishable goods for ship- 
ment and giving the carriers full information as to the perish- 
ability of goods likely to be spoiled if delayed in transit. 

10. By describing the goods accurately and completely on 
the bills of lading tendered the carriers to cover the transporta- 
tion of the shipments. 

11. By exercising due care in preparing the bills of lading 
so that the full names, addresses, and location of consignee 
and shipper appear in the bills, as well as complete information 
as to route, class of service, and charges paid or to be collected. 
Bills of lading should be legibily written, or, preferably, prepared 
on a typing machine. 

12. By arranging for responsible truckmen or drivers to 
haul goods to and from freight depots so that losses and dam- 
ages are avoided at these stages of the journeys. 

13. By instructing truckmen or drivers to receive and sign 
clear receipt for only such shipments as are apparently in good 
condition. Inspections by representatives of the carriers should 
be ordered at the freight stations. The nature and extent of 
the loss or damage should be indicated on the receipts signed 
by the truckmen or drivers. 

14. By properly preparing, indorsing, and transmitting ne- 
gotiable order bills of lading and informing the delivering car- 
riers, as well as consignees, the banks at which the properly 
indorsed and executed bills of lading are deposited awaiting 
instructions from the consignees. 

15. By showing clearly by indorsement on the faces of 
negotiable order bills of lading whether or not the notify parties 
or their accredited representatives are to be permitted by the 
delivering agents to inspect the goods before the bills of lading 
are surrendered. * 

16. By maintaining comprehensive records of shipments, 
deliveries, overs, short, and damage reports, weights, excep- 
tions, and other data sufficient to identify shipments. Such rec- 
ords are required by the shippers, consignees, or carriers. 

17. By preparing packing and shipping specifications to be 
used by companies and individuals shipping goods to the indus- 
tries buying the goods. 

18. By refusing to accept goods not packed and shipped 
according to specifications. The purchasing departments of the 
vendees may be instructed not to place additional orders if the 
vendors continue to disregard instructions. 

19. By seeking the cooperation of the salesmen represent- 
ing the selling companies in the field in ascertaining the causes 
of loss, damage, or delay to outbound shipments to the com- 
panies’ customers so that steps can be taken to eliminate them. 
The good will of customers is retained as well as the causes of 
claims traced to the sources by cooperation of this type between 
the traffic and sales departments. 

20. By calllng packing and container experts, engineers, and 
others specializing in this field of claim prevention to assist 
industries in working out comprehensive plans seeking to elimi- 
nate claims or to reduce them to a minimum, 


The Carriers and Claim Prevention 


The carriers have kept pace with shippers in seeking to 
reduce loss, damage, and delay claims. The efforts of individual 
carriers and claim prevention committees and others are di- 
rected toward claim prevention through the following definite 
steps: 

1. By improved police protection so as to reduce pilferage 
and robbery of goods from the cars and stations. 

2. By stressing the importance of properly recoopering 
broken containers. 

3. By erasing obsolete marking on containers left there by 
careless shippers. 

4. By instructing foremen, stevedores, and truckmen how 
to load, stow, and unload cars properly, and by using only equip- 
ment in good condition. 

5. By providing watchmen and others to supervise the 
storage of goods in the freight sheds. 

6. By offering prizes to employes for plans of protecting 
freight and handling it properly. 

7. By enforcing train operating regulations seeking to 
eliminate rough handling of cars. 

8. By providing adequate forces and prescribing standards 
of checking freight at stations and transfers. 

9. By exercise of greater care in billing freight to prevent 
freight and billing becoming separated through errors in names 
or descriptions. 

10. By insisting that hooks be used only on freight not sus- 
ceptible to damage from hooks. 

11. By providing mechanical freight handling devices and 
facilities for handling heavy freight with less exertion so as 
to reduce the probability of goods being dropped and broken. 

12. By issuing letters of instruction to employes outlining 
their duties and how they can do their share in preventing 
claims. 

13. By developing cooperation between the claim and op- 
erating departments so that each division superintendent may 
be informed as to the amount of loss, damage, and delay charged 
against his division. 
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14. By improving the methods of recording car seals anq 
providing proper doors and door protective devices to prevent 
robbery. 

15. By improving facilities for tracing cars and car move. 
ment records. 

16. By organizing claim prevention campaigns and meetings 
to arouse interest of operating employes in claim prevention. 
This is done through talks, motion pictures, and practical dem. 
onstrations. 

17. By forming national, local, and functional freight claim 
prevention committees to inquire into causes of claims and to 
develop plans to eliminate the claims. 

18. By cooperating with individual shippers in improving 
packing and shipping standards. : 

19. By cooperating with organizations of shippers such as 
the freight claims and claims prevention committee of the Na- 
tional Industrial Traffic League and with shippers’ advisory 
boards in working out plans of cooperation seeking to eliminate 
claims. 

20. By seeking the cooperation of governmental agencies 
and research organization to assist in developing plans of re- 
ducing loss, damage, and delay. 


The Ideal in Claim Prevention 


Whatever specific methods are used in dealing with the 
problem of claim prevention comes ultimately to this: The 
shipping public must be educated in shipping and packing so 
that each shipper prepares goods as carefully as he would if 
he owned the goods himself and as if he were to receive no 
compensation if the goods failed to carry to destination. 

On the other hand, each employe of the carrier must be 
taught to handle each shipment as he would if it were his own 
property. 

A. V. Edick, freight claim agent, B. R. and P., relates a 
story with a point in this connection in a recent issue of ‘Railway 
Life.” 

A western railroad had been conducting a claim prevention 
campaign and had held a meeting at one of the large terminals 
to which all of the freight house handlers and others interested 
were invited. Claim prevention measures were discussed at 
great length and the attention of all present was called to the 
importance of handling freight with extreme care. The freight 
claim agent, on his way to his office the following morning, 
noticed one of the railroad’s freight handlers unloading several 
bags of potatoes very carefully. The officer spoke to the man, 
commending him on his care, thinking that this was a bit of 
tangibile evidence of the value of the claim prevention meeting. 
The handler admitted that he had attended the meeting, but, in 
answer to the freight claim agent’s congratulations on his careful 
handling, he said: “Hell, these are my potatoes!” 

The ideal to be desired is to have every employe regard 
each shipment he handles as “his potatoes.” 


Standards in Claim Prevention 


The average ratio of freight loss and damage claims paid 
to gross revenues gives industrial traffic managers a test to ap- 
ply to their freight claims. If their claims for the last ten years 
have averaged more than 1.5 per cent of the freight charges 
on their shipments, there is obviously something that requires 
attention. Claim ratios of more than 1 per cent of freight 
charges are abnormally high, measured by 1925-26 standards. 

The industrial traffic managers of leading industries have 
been successful in reducing their claim accounts to figures be- 
low this ratio. The General Electric Company reports a claim 
ratio of about three hundredths of one per cent per annum as 
a result of the exercise of precautions in packing and shipping. 

The Bishropic Manufacturing Company, of Cincinnati, reports 
a total of three claims filed against the rail carriers for damages 
in the last five years. In each case the damage was caused by 
mishandling or derailments of the cars in transit and not by 
improper bracing or packing. 


B. L. Buelterman, traffic manager of this company, uses her- 
metically sealed single-trip containers thirteen inches in diam- 
eter and seventeen inches high to ship wall plaster in place of 
the customary cloth or paper bags. More material in such con- 
tainers can be shipped in a standard freight car than when the 
freight is packed in bags. These containers furthermore pro- 
tect the goods against water damage due to leaky cars and 
the absorption of moisture. 


Mr. Buelterman, in a letter to H. L. Farrell, commercial 
freight agent of the B. R. and P., points to this record and says: 


We ship an enormous amount of material annually. In the past 
six years (1920-26) we have spent_thousands of dollars for bracing 
lumber to protect our shipments. We feel that we are being repaid 
for our efforts, as our goods are being delivered to our customers in 
the same gondition as when they leave our plant, that is providing 
the cars do not get into a wreck or something unforseen happens. 


This cagmpany boasts of another remarkable transportation 
record. In the six years ending with January, 1926, 2,500 cars 
a year, 15,000 cars in all, were handled without dhe payment 
of one cent in demurrage. Mr. Buelterman says that every 
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month his demurrage account has excess credits to give away. 
It is the efforts of men like this that are making industrial 
traffic management a profession. 

A recent report of the committee on freight claims and 
freight claim prevention of the National Industrial Traffic League, 
Cc. B. Baldwin, chairman, sums up the attitude of progressive 
industrial and commercial traffic managers toward claim pre- 
vention. It says, in part: 


Figures furnished us by the Freight Claim Division of the Amer- 
ican Railway Association show that for the present year (1926) ap- 
proximately 70 per cent of all loss and damage claims presented (to 
carriers) are being adjusted in thirty days, and 90 per cent within 
ninety days. 

More than 70 per cent of the total loss and damage is charge- 
able to carloads. It is estimated that 75 per cent of all carloads 
are loaded by shippers and unloaded by consignees, without in- 
spection by carrier representative at either point. Our members can 
pe of much help to the carriers by studying and supervising the load- 
ing of cars that may originate at our respective plants, and, when 
we are consignees, by reporting back at once to shippers instances 
of damage that may be clearly chargeable to improper loading. 

In view of the constructive work now being done to reduce the 
loss and damage claim account, in which practically all the carriers 
are engaged, your committee urges upon all members the desirability 
of cooperating in every way possible. It is only by joint action on 
the part of both shippers and carriers that the work of freight claim 
prevention can be carried on successfully. 


3N. I. T. League, Circular 918, p. 3. 


LOSS AND DAMAGE FIGURES 


Claims paid by the railroads of the United States and Can- 
ada in 1926 for loss and damage to freight shipments were the 
smallest ever reported in proportion to the amount of freight 
carried, according to an announcement by the freight claim 
division of the American Railway Association. The figure for 
1926 (see Traffic World, April 9, page 926) was 1.5 per cent 
under 1925, which had marked the lowest amount in recent years, 
and was a decrease of $58,543,061, compared with 1921. 

The report says there has been a constant decrease in loss 
and damage claims the railroads have been called on to pay 
since 1920, and points to the fact that the volume of traffic has 
steadily increased, with 1926 as the record-breaking year from 
that point of view. The items of most importance in bringing 
about this reduction in loss and damage claims, it says, are 
careful handling, cooperation between carriers and shippers, 
prompt delivery, and the improvement of freight equipment. 

Loss and damage claims, according to commodities, paid 
by the railroads in 1926 and compared with 1925 follow: 


1925 1926 Decrease Increase 
Fresh fruits and vegetables. .$8,851,871 $8,293,429 $558,442 
Ee ee en ,514,232 1,747,747 766,485 
eee snes 2,193,870 2,368,538 $174,668 
WOEMICUre CROW). occccecccccsce 1,876,966 1,992,57 115,612 
CURE DRG CONG onic oicine s00.0ss:0% 1,553,333 1,493,184 60,149 
Cement—clay products....... 1,507,647 1,637,96 130,313 
Machinery and hardware.... 1,504,282 1,536,679 32,397 
Clothing, dry goods & notions 1,372,529 1,235,927 136,602 
Autos—Trucks & accessories 1,331,702 1,439,519 107,817 
Glass—Glassware, crockery.. 1,103,375 1,138,07 34,685 
Meats—Packinghouse prod... 948,639 822,903 125,736 
Flour—Mill products......... 927,029 965,131 38,102 
All other iron & steel articles 739,301 791,676 52,375 
Stoves—Furnaces, etc........ 723,247 733,153 9,906 
ES Se eee 671,512 637,298 34,214 
Tobacco—Cigarettes, etc..... 618,820 596,752 22,068 
NII aie craracu-claresorele-<«0.s'o'ece 06,051 610,711 4,660 
NIN mo ofaibiersacctais-tns Gis ois o-ee-s/e 531,452 443,380 88,072 
Household goods ..........+. 511,522 524,679 13,157 
BOOS ANd BHOSE......cccccecce 279,027 221,797 57,230 


JOINT CLAIM CONFERENCE 


A medley of opinions, some harmonious and some dis- 
cordant, on the necessity for a further reduction in loss and 
damage claims by shippers and the railroads, and how it could 
be brought about, was expressed at the fourth annual joint 
freight claim conference, sponsored by the Chicago Shippers’ 
Conference Association and the Chicago Claim Conference, at 
the Hotel Sherman, April 13. There was an attendance of ap- 
proximately 350 commercial and industrial traffic men and rail- 
road claim agents. Warm discussion marked a number of the 
subjects considered, and there was an apparent earnestness to 
the end of bringing about a better understanding of the prob- 
lems involved in loss and damage and over-charge claims. The 
subject of over-charge claims was admitted to the docket for 
the first time. 

Addresses were made in advance of the presentation of the 
specific subjects on the program by T. C. Powell, president, 
C. & E. 1; H. D. Pixley, traffic manager, Carson Pirie Scott 
Company; and Fred E. Winburn, special representative, freight 
claim division, American Railway Association. 

The purpose of the conference, as stated by H. R. Park, 
traffic manager, Chicago Live Stock Exchange, co-chairman of 
the meeting, with W. C. Johnson, freight claim agent, C. & N. 
W., was the discussion of problems of mutual interest in the 
aipestment and prevention of loss and damage and over-charge 

aims. 

“The very existence of a loss and damage claim,” said Mr. 
Powell, ‘means that a certain portion of the labor of men has been 
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lost—something has been taken out of the world’s goods.” He 
referred to the great progress that had been made in the elimi- 
nation of such claims, pointing to the fact that the annual 
amount paid by the railroads had been reduced from $120,000,000 
in 1920 to $36,000,000 in 1926. But, he said, further large reduc- 
tions might be made if the shippers and the railroads could con- 
tinue to get together and work out their problems frankly and 
fairly and would apply the information they obtained. He com- 
pared the transportation problem of eliminating the waste in- 
volved in loss and damage claims to that of manufacturers and 
industrial plants in finding uses for waste products and by- 
products. Such problems, he said, were problems of efficiency 
and their solution represented the conservation of both the 
labor of men and natural resources, and frequently made the 
difference between a prosperous organization and a failing one. 
“A just claim supported by facts that can’t be beat is a joy to 
a railroad man,” he said. “It means a settlement without con- 
troversy and the acquisition of a certain amount of education— 
we get information we need.” 

H. D. Pixley talked on the changes that have taken place 
in the last 15 years in the work shippers and carriers perform 
in an effort to avoid claims and in their treatment after they 
a Fifteen years ago, he said, a railroad’s policy varied 

th the temperament of the freight claim agent—there were as 
many policies as there were freight claim agents. The present 
situation, he said, represented, by comparison, a condition of 
mutual understanding, uniformity, and co-operation. 

Mr. Winburn said the reduction in recent years of loss and 
damage claims had not been accomplished by one man, but by 
a great many working together. He detailed the history of the 
efforts on the part of the railroads and said the time had come 
when it was necessary to obtain the aid of shippers to obtain 
further reductions. He said he believed that, if the shippers 
could be organized to the same extent the railroads had been, 
the present amount paid by the railroads could be reduced 50 
per cent. 

“Honesty in Claim Adjustments” was discussed by Roy C. 
Campbell, general traffic manager, Butler Paper Corporation, 
and J. D. Shields, freight claim agent, C. B. & Q.. Mr. Camp- 
bell said the problem he had to discuss was not a straight prob- 
lem of honesty, but involved more subtle things, such as diplo- 
macy and “holding out” for the best possible settlement. A big 
claim record, he said, used to be the boast of traffic men, but 
they were now beginning to take pride in the smallness of their 
claim accounts. He said that, when it was found necessary to 
file a claim, it was coming to be felt that something had been 
wrong with the work of the traffic department and that more 
effort was being spent in preventing them. He said a policy of 
more fairness in the matter of claims would result in increased 
confidence and that, in turn, in the expeditious settlement of 
such claims as there were. 

Mr. Shields said he believed the dishonest claims filed 
would not total two per cent of the total. He pointed to the 
fact that, in 1926, out of the 2,450,000 claims filed, 2,150,000 were 
settled in 90 days. He said that record rested on confidence be- 
tween shippers and carriers and that further to increase that 
confidence would make possible an even better record. 


W. J. Womer, traffic manager, Consumers Company, speak- 
ing on “Proper Measure of Damage, Origin and Destination 
Value,” said he believed that to be one of the most controver- 
tial points in the adjustment of claims, but he believed it should 
be the least. He said an investigation of the question as to 
whether origin or destination value should apply in the settle- 
ment of claims, disclosed that the common law rule governed 
and that its purpose was, clearly, to place the claimant in the 
position he would have been in had the claim not arisen. That, 
he said, meant that the destination value was the proper basis 
for settlement. He cited numerous cases in support of that con- 
tention. He said, however, that the true measure of liability 
was often a complex problem and that it depended on the 
nature of the commodity, the business of the shipper or con- 
signee, and a great many other matters, determined by the 
facts of the individual case. 

C. D. Hart, of the A. T. & S. F., who presented the carrier 
side of the problem, said he agreed with Mr. Womer that the 
governing principle was to “make the shipper whole,” and, fur- 
ther, that the yardstick in one case would not serve in another. 
He said his study of the problem led him to the conclusion that, 
almost without exception, retail price was not recoverable. 

“Preparation, Presentation and Follow-up of Freight Claims” 
was presented by J. P. Haynes, director of traffic, Chicago Asso- 
ciation of Commerce, and R. E. Hamilton, district freight claim 
agent, Pennsylvania, at Pittsburgh. Mr. Haynes said the great- 
est step that had been taken in the matter of the preparation 
of claims was the adoption of the standard form. He suggested 
that the prompt disposition of claims could be greatly increased 
if the carriers would adopt the policy of paying legitimate claims 
without holding them up until settlement had been made be- 
tween the lines involved in the haul. He pointed to the fact 
that through rates were often established before the question 
of divisions had been settled. He said there was a strong dis- 
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position on the part of the railroads to ‘pass the buck” from one 
line to another, resulting in endless inconvenience and delay, 
when they were dealing with a small shipper whose business 
was not large enough to support a competent traffic department. 
But, he said, such shippers actually originated the great bulk of 
the tonnage of the country. 

The subject of over-charge claims was discussed by J. D. 
Collier, traffic manager, Kalman Steel Company, and F. B. Mcll- 
vaine, auditor of freighnt over-charge claims, Michigan Central. 
Mr. Collier said he did not think the over-charge claim situation 
looked as bad as the loss and damage claim situation did a few 
years ago, but he was of the opinion that it was a subject that 
had been neglected and that should receive the same attention 
as the other. He said that, in his opinion, there was no cash 
document as imperfect as the average freight bill issued by the 
carriers. He said the bills seldom contained enough information 
to enable the shipper to know what he had been charged for. 
He further expressed himself as impressed with the necessity 
for a simplification of tariffs. He attributed a great part of the 
difficulty experienced with over-charge claims to the complexity 
of tariffs and inadequate education of agents. 

“Liability of Various Carriers (rail, highway, water, parcel 
post and express)” was discussed by Lewis C. Sorrell, associate 
professor of transportation, University of Chicago; P. C. Archer, 
general claim agent, C. & A.; and E. H. Stevens, superintendent 
of claims, American Railway Express. H. V. Howes, extension 
engineer, Bemis Bag Company, spoke on “Causes of Damage to 
Bag Shipments.” 


MID WEST BOARD ESTIMATES 


Out of the 32 principal lines of agriculture and industry 
reporting to the executive committee of the Mid-West Shippers’ 
Advisory Board, thirteen expect increased business in the next 
three months as compared with the corresponding period in 
1926, fourteen report that their probable business activity will 
approximately equal their business in the same months last 
year, while five report that their business will be below that 
done last year. The regular quarterly meeting of the Mid-West 
Shippers’ Advisory Board, falling due in April, was omitted, but 
the commodity committees have reported to their executive 
committee forecasts of their probable business activities up to 
the first of July, in order that the railways may be informed as 
to their probable traffic in the next three months and may make 
the necessary arrangements to handle this traffic without delay. 
The estimates follow: 


__A probable ten per cent increase in business is anticipated in the 
acid and chemical industry in the second quarter of 1927, as compared 
with the same period a year ago, while a similar increase of ten per 
cent is expected in the brick and clay products industry. The cement 
manufacturers expect an increase of about eight per cent in the next 
ninety days over the business done in the same months of 1926, and 
the cereal beverage and mineral water industry expects an increase 
of ten per cent. Better business, by five per cent, is predicted by 
the committee reporting on cider, vinegar and pickles. The glass 
container industry anticipates an increase of twelve per cent in 
business during the next three months over the same quarter last 
year, while the grain movement is expected to be five per cent heavier 
than a year ago. Estimated car requirements for the lumber industry 
in the next three months are three per cent higher than for the same 
period last year, while car requirements for outbound shipments of 
paper, paper boards, pulp and products, it is expected, will be 21 per 
cent greater than a year ago. 


For the next ninety days, the movement of sand, gravel and 
crushed stone will be 15 per cent greater than last year, while the 
general outlook from the standpoint of volume is reported as good. 
It is expected that the demand for materials required in road building 
will be substantially greater than during the second quarter last year, 
which will more than offset the anticipated reduction in materials 
used for general building purposes. The shell industry expects an 
approximate increase of ten per cent in movement, while there will 
be a three per cent increase in the movement of silica sand. 


The following industries report that their business activities for 
the coming ninety days*will be at approximately the same level as in 
the second quarter of 1926: agricultural implements; concrete prod- 
ucts; confectionery; corn products; dairy products; fresh fruits and 
vegetables; furniture; grain products; iron and steel; live stock; 
machinery; scrap iron, and waste material. 

The canned goods, groceries and food products industry expects 
a reduction of about five per cent, while there will be a probable 
decrease of about 15 per cent in hides and leather. A decrease is 
likewise expected in the movement of packing house products, although 
no definite figures were reported, and a decrease of eight per cent is 
predicted for products manufactured from lumber. 





PACIFIC NORTHWEST CONDITIONS 


Commodity committee reports of the Pacific Northwest Re- 
gional Advisory Board, forecasting general business conditions 
in that territory for the second quarter of 1927, predict a de- 
crease of 1.8 per cent in carloadings as against the same period 
of 1926. The principal increases, 1927 over 1926, are expected 
in the beet sugar by-products, canned fruits and vegetables, 
dairy products, poultry and poultry products, and metals indus- 
tries. Railroad conditions are reported as satisfactory. 

Railroads and private car lines operating in the territory 
report conditions normal and anticipated no serious difficulty 
in handling the traffic. 

A summary of the expected carloadings, by commodities, 
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for the second quarter of 1927 compared with the same period 
last year follows: 


ACTUAL LOADING, 1926 
April May June Total 


























ae eee 259 245 151 655 
RP rr ere 0 0 5 5 
Beet sugar by-product..... + 0 0 4 
Canned fruits & vegetables 165 162 681 1,008 
MINE. ola ah ore wham o'er 6 wietewiererse 1,637 1,744 1,944 5,325 
CUP PPOGUGCIE cciscwenccccie 627 698 569 1,894 
Caml GEG CORB. . 00.0 ccccvvces 3,648 3,639 4,098 11,385 
Concrete products ......... 140 170 180 490 
DEITY PFOGUCEH 2.2 ccccscccs 173 165 227 565 
BEE. STONE cctcvrieesecowns 11 24 16 51 
. Bicccnense Reh ewsaewes's 79 80 138 297 
Flour and mill products.... 2,166 2,152 2,408 6,726 
ia. ee eee 1,664 1,210 1,493 4,367 
DEENONO ccceciecscnueecees 95 117 106 318 
ee re ne ee 2,691 3,238 2,371 8,300 
Gravel, rock and sand...... 1,612 1,763 2,084 5,459 
BENE! aio cw arebie eo Nie alana varie 621 409 515 1,545 
I al cra orkcrwele wiensconleun parm ae 31 25 22 78 
TVOR. GME BtEel ...cvccccdccs 222 245 274 741 
re rr re 169 254 229 652 
Livestock (except sheep)... 690 1,260 844 2,794 
SS eee 38,952 36,714 37,000 112,666 
Logs—(pine) .........e00- -- 11,421 10,760 10,781 32,962 
Lumber (finished fir)...... 25,038 22,896 25,024 72,958 
Lumber (finished pine).... 6,773 6,665 7,774 21,212 
De ree re 15,912 15,687 16,673 48,272 
Metals, mines and smelters 1,230 1,142 1,198 3,570 
Packing house products... 532 462 547 1,541 
Paper, paper prod. and pulp 560 582 601 1,743 
Petroleum and its products 3,660 3,937 4,590 12,187 
Poultry and poultry prod. 141 125 150 416 
DE NGI, 6sidsale-ctbawetewwareens 36 101 177 314 
I sonia irossiro naive Wades aie 165 245 457 867 
BO ee ee rere rere 1,698 941 1,232 3,871 
Miscellaneous oo. cccceccces 7,457 3,960 5,950 17,367 
Grand total oc. ccssseves 130,279 121,817 130,509 382,605 
PROSPECTIVE LOADING, 1927 
Ine. Dec 
April May June Total % % 
PA ee 172 200 215 587 .... 10.4 
=r er ee 0 0 0 © cscs Oe 
Beet sugar by-product..... B 3 3 ae 
Canned fruits & vegetables 306 279 732 se ae 3 ae 
SRN da staat <0 eriaravarieretorexeréecacd 1,745 1,990 2,350 Gono 14.3 .... 
CIAY DEGOUGES ..c6cccccceces 750 700 2,080 9.8 .... 
CORl GNA CONG. ..ccccceccccs 3,589 4.066 21,343 .... 1.2 
Concrete products 95 100 Ee. xcoen “S00 
Dairy products ....... phe 235 240 695 23.0 .... 
MUU BPUNED ocd ccccicscveses 18 10 Me scse Shee 
1 eae eee 90 120 a ot 
Flour and mill products.... 1,700 1,500 1,300 Ce asses SEI 
La” ee 1,8 1,331 1,642 4,803 10.0 .... 
Co errr 91 111 101 303 5.0 .... 
ere ee 2,650 2,000 1,700 6,350 .... 28.5 
Gravel, rock and sand...... 806 890 1,042 2,708 « 49.8 
BEE edt Kamear deccescamennsies 600 500 400 1,500 ‘ 2.9 
I ar pccedlcce acd nad ai noeinsies.s 23 18 15 GE score Bare 
Se eae 244 271 301 S26. 10.2 snus 
PE oc iedaennemomnawawe ee 185 279 252 716 _ ae 
Livestock (except sheep)... 700 1,250 850 2,800 S. ere 
SS eee 36,700 37,000 112,600 .... ‘a 
Logs—(pine) .......... es 10,225 10,225 30,950 .... 6.1 
Lumber (finished fir) 22,800 25,000 72,800 .... 2.1 
Lumber (finished pine).... 6,225 6,460 7,625 20,310 .... 4.3 
WROPCMGTGIBG  ocice. cores veces 16,071 15,844 16,840 48,755 1.0 .... 
Metals, mines and smelters 1,435 1,334 1,393 4,162 16.6. «0+ 
Packing house products... 550 475 560 1,585 2.9 ove 
Paper, paper prod. and pulp —_ 615 626 655 1,896 8.8 .... 
Petroleum and its products 4,026 4,331 5,049 13,406 10.0 .... 
Poultry and poultry prod. 168 150 181 499 20.0 .... 
ere ee 40 111 194 $45 9.9 ...- 
OE are osore'avn <icie-ei ei oieteanreranors 125 175 575 875 a ccuaa 
er ree 800 650 1,265 a re 
Miscellaneous ..........e.. 7,532 4,000 6,010 17,542 1.0 .... 
CMT GHEE nic cccivnccicces 127,676 119,280 128,711 375,667 .... 1.8 


RAILROADS’ CAPITALIZATION, ETC. 


The grand total capitalization of Class I railroads, not in- 
cluding switching and terminal companies, for the year ended 
December 31, 1926, was $18,732,355,349, according to a prelim- 
inary statement of capitalization and income of Class I railroads 
issued by the Bureau of Statistics of the Commission. The 
statement is designated as Statement No. 2760, and is the third 
in the series of such statements that have been prepared by 
the Commission. 

The total capitalization figure was made up of $5,965,010,476 
of common stock; $1,752,140,025 of preferred stock; $10,614, 
631,794 of funded debt unmatured; and $400,573,054 of other long- 
term debt. 

The interest on funded debt was $494,557,655, and on un- 
funded debt, $12,397,555. 

Dividend appropriations of income and surplus were re 
ported as follows: (a) common, $330,290,005; (b) preferred, 
$62,501,954. 

The common stock represented 31.8 per cent of the grand 
total capitalization; preferred stock, 9.4 per cent; and total long- 
term debt, 58.8 per cent. 

Railway tax accruals, totaling $388,682,377, represented 6.1 
per cent of railway operating revenues. 

The grand total capitalization of Class I switching and 
terminal companies was $166,033,050, making the grand total 
capitalization of Class I railroads, including switching and 
terminal companies, $18,898,388,399. 
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DOINGS OF THE TRAFFIC CLUBS 








WINIFRED G. BAUER 


President of the Women’s Traffic Club of San Francisco 


Miss Bauer, prior to her election as president, had served con- 
tinuously as the club’s secretary from the date of its inception in 
1925. She is secretary to J. R. Fitzgerald, agent, American-Hawaiian 
Steamship Company. The club started with a membership of twenty, 
which has increased to fifty-four, consisting of women in the city 
engaged in traffic work in various capacities with carriers and ship- 
pers. It meets semi-monthly and has a speaker at each meeting 
who is an authority on some particular phase of traffic. 





The Traffic Club of Kansas City held a luncheon at the 
Baltimore Hotel April 12. Officials of the United Clay Products 
Corporation and about a hundred members of the Lions Club 
were guests. Harry Allyn, president, United Clay Products 
Corporation, spoke on “The Part of Industry in City Building.” 





The board of governors of the Columbus Transportation 
Club reelected the following officers April 8: President, C. O. 
Ruggles; vice-president, P. C. Hodges; secretary, C. H. Brown; 
treasurer, J. G. Young. 





The Transportation Club of St. Paul held a luncheon at 
the St. Paul Hotel April 12. Harry J. Burtis, of the New York 
Life Insurance Company, spoke on “Let’s Go to Europe.” There 
was a program of entertainment. 





The Traffic Club of Cleveland will hold its bi-monthly dinner 
at the Hotel Cleveland April 18. A nominating committee will 
be selected. W. A. Stinchcomb, chairman, Metropolitan Park 
Board, will be .the principal speaker. Entertainment will be 
furnished by the Pullman Quartette. 


The regular meeting of the Oakland Traffic Club Sigma 
Beta Chi, was held at the Athens Athletic Club April 5. James 
Todd, assistant general freight agent, Luckenbach Steamship 
Company, spoke on the history of intercoastal shipping service 
————_—_—_—_—_—X—X—X—X—X—X—X—X—X—X—Xa—X—X—X—Xx—¥xX—xX—X_"_=_==_&_{a=={=—_—— EE 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic man, over twenty years practical 
experience with rail, also water lines, now engaged in commerce work 
as traffic witness before commissions for carriers and more or less 
Successfully, desires new location with either transportation company 
or industrial concern or others. Will consider any reasonable proposi- 
a with prospects. Answer R. A. M. 22, care Traffic World, Chicago, 











WANTED—Set of I. C. C. reports; quote price, volumes, location, 
conditions, terms first letter. Interstate Traffic Co., Dallas, Texas. 
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and the Panama Canal. The next meeting of the organization 
will be held at the Athens Athletic Club April 19. 





The Grand Rapids Transportation Club held a meeting at 
the Association of Commerce Building April 7. There were 103 
members present. E. A. Stevens, Chicago, superintendent of 
claims, central region, American Railway Express, was the 
speaker. 

The Akron Traffic Club will hold a luncheon at the Elks 
Club April 20. W. L. Davis, of Akron University, will speak. 





Invocation at the opening session of the annual meeting of 
the Associated Traffic Clubs of America at Memphis, April 26, 
will be offered by the Rev. Dean Israel H. Noe. Rowlette Paine, 
mayor of Memphis, will make an address of welcome, responded 
to by T. T. Webster, president of the association. Business 
sessions will be held the morning and afternoon of April 26 
and 27. The entertainment program includes a stag banquet 
the evening of the 26th, at which Lieut.-Col. William M. Mumm, 
of Columbus, O., will speak on “America and the Peace Ques- 


We Bind The Traffic World 


SONS 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. | Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


WANTED! 
















WANTED:—TRAFFIC MANAGER. 

SALARY $5,000 PER ANNUM. 
| NO EXPERIENCE OR TRAIN- 
| __ ING NECESSARY. 


















Did you ever see an ad like this? No, and you never 
will. Training IS necessary to command the bigger 
traffic positions. Why go on wasting the best years 
of your life through haphazard experience and routine 
work? Take the specialized training short cut to suc- 
cess through our unique practical courses in: 


Traffic Specialization 
Traffic Law and Practice 


Two separate courses. Both available through resi- 
dent classes and by mail. 


Send coupon for full particulars 


College of Advanced Traffic. 
608-618 S. Dearborn St., Chicago 


Please send me full particulars on the following: 






(] Traffic Specialization: Resident........ 


CL] Traffic Law: Resident... ....ccccccceses 
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tion,” golf at the Memphis Country Club the afternoon of the 
27th, and a dinner-dance that night. The docket includes re- 
ports of the various committees and such’ subjects as service 
to member clubs, the proper name for a traffic club and ways 
and means of bringing about closer cooperation between shippers 
and carriers in order to reduce loss and damage and overcharge 
claims. 





The Joplin Traffic Club held a smoker at the Y. M. C. A. 
April 8. A. C. Maher, local business man, was the principal 
speaker. 





The Omaha Traffic Club will hold a dinner-dance at the 
Hotel Chieftan April 20. 





The Traffic Club of Wichita will give a dinner, sponsored 
by the railroad members, at the Lassen Hotel April 20. Ac- 
commodations will be furnished for about 500. Victor Murdock, 
editor, Wichita Eagle, will be the principal speaker. A lunch- 
eon was held April 14. Otto R. Souders, attorney and member 
of the board of regents, University of Wichita, was the principal 
speaker. K. C. Parkhurst was a ten-minute speaker on traffic. 
His subject was, “Stop, Look and Listen.” 





The Traffic Club of Minneapolis held an “American Mer- 
chant Marine Day” luncheon at the Nicollet Hotel April 14. 
E. A. Seidl, vice-president, Consolidated Navigation Company, 
Baltimore, was the.principal speaker. Music was furnished by 
the Traffic Club Orchestra, with Ted Johnson conducting. A 
sea film was shown. Traffic and operating officials of American 
steamship lines and executives of the Merchant Fleet Corpora- 
tion were guests. 





The Traffic Club of Wheeling will hold a meeting at the 
McLure Hotel April 21. Donald C. Conn, manager, public rela- 
tions’ section, car service division, American Railway Associa- 
tion, will speak on “The Regional Advisory Board.” Included 
in the entertainment program will be the Traveling Freight 
Agents’ Quartette, of Pittsburgh, composed as follows: W. J. 
Snyder, R. L. Beiswenger, H. M. Herriott, G. R. Cobbett and 
William Koenig, accompanist. 





The Traffic Club of St. Louis held a meeting April 11. J. H. 
Brod, Jr., director of public safety, spoke on the St. Louis fire 
department and smoke elimination. The Firemen’s Trio sang. 
A meeting will be held April 18, at which Edward Holmes will 
speak on the “Snifter Shooter.” Election of officers will be held 
April 26. A dinner will be given at the Chamber of Commerce 
in the evening to hear election returns. There will be a pro- 
gram of entertainment. 





7 


The Pacific Traffic Association held a meeting at the Hotel 
Oakland, Oakland, Calif., April 12. Prof. Charles E. Derleth, 
Jr., dean of the college of civil engineering, University of Cali- 
fornia, spoke on “The Carquinez Bridge Construction.” His 
talk was illustrated by stereopticon slides and moving pictures 
of the construction of the bridge were shown. 





The Cleveland Passenger Traffic Club will hold its annual 
Easter dinner-dance at the Hotel Cleveland April 30. Invita- 
tions have been extended to various clubs in the surrounding 
territory, and a large attendance is expected. Arrangements 
have been made for a special train to New York City and return 
ad re members Decoration Day. Approximately 175 will make 
the trip. 





The Knoxville Traffic Club has elected A. M. McCabe, J. 
Allen Smith Company, and W. C. Gilbert, Louisville & Nash- 
ville, as delegates to the annual meeting of the Associated 
Traffic Clubs of America at Memphis. R. P. Morris, Southern 
Hardwood Traffic Association, and J. I. Dale, American Railway 
Express, are alternates. 





The Traffic Club of Memphis has appointed James B. Mc- 
Ginnis, Memphis Merchants’ Exchange, and C. A. Russell, as- 
sistant freight traffic manager, Southern Railway, as delegates 
to the annual meeting of the Associated Traffic Clubs of America. 





The Women’s Traffic Club of Los Angeles has elected the 
following to serve as its educational committee: Miss Ella 
A. Hauson, chairman; Miss Marion Remington, Miss Irma Mars- 
ton, Mrs. Grace Dewey and Miss Elizabeth Porter. 





The Traffic Club of New England will hold an “athletic 
night” at the Copley-Plaza Hotel April 20. There will be boxing, 
wrestling, and music. 





The Traffic Club of New Orleans will hold a “Dock Board 
Day” luncheon April 22. Members of the Board of Commission- 
ers of the Port of New Orleans will be guests. R. S. Hecht, 
president of the board, will be the principal speaker. A “South- 
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ern Pacific Lines’ Day” luncheon will be held April 29. H. M, 
Lull, vice-president, Southern Pacific, Houston, Tex., will be the 
principal speaker. Warren J. Bennett, assistant freight traffic 
manager, United Fruit Company, has been efected vice-president 
of the club, succeeding E. A. Groves; Joseph Lallande, genera] 
freight agent, Southern Pacific, has been elected a director, 
succeeding H. H. Gray. Mr. Groves and Mr. Gray retired from 
their offices because of leaving the city. 





The Junior Traffic Club of St. Louis will hold a “genera} 
traffic conference” April 19. W. L. Tilton, superintendent rail- 
way mail service, will be the principal speaker. A dance will 
be held at the Town Club April 23. 





The Transportation Club of Evansville will hold its third 
annual “Minstrel and Ladies’ Night” at the Chamber of Com- 
merce Auditorium April 20. Dancing will follow dinner and 
the minstrel show. 


”, x 





Personal Notes 


? 
% 
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Charles P. Watson has been appointed commercial agent, 
Central of Georgia, at New York, succeeding E. L. Cale, re- 
signed to engage in other business. Witman P. Steele has been 
appointed freight service agent at New York, succeeding Mr. 
Watson. William Molinet has been appointed traveling freight 
agent at New York, succeeding Mr. Steele. 

Robert A. Speir has been appointed freight representative 
of the Pennsylvania, at Birmingham, Ala. 


W. W. Fell has been appointed city freight agent, Hocking 
Valley, at Columbus, O., succeeding J. F. Phelan, who died. 


Homer B. Halsted has been appointed traveling freight 
agent, Kansas City Southern and Texarkana and Fort Smith, 
at Detroit, succeeding H. J. Gray, resigned. 


George W. Cole, assistant sales and traffic manager, San- 
dusky Cement Company, Cleveland, has been appointed gen- 
eral traffic manager. 


Joseph D. Pascale, of the Columbus Marine Corporation, 
has been elected chairman of the West Coast of Italy and 
Adriatic, Black Sea and Levant Conference, for the next three 
months. 


E. B. Riley, of J. H. Winchester and Company, has been 
elected chairman of the Atlantic-Far East Conference, for the 
three months beginning April 1, succeeding H. M. Fowler, of 
Norton, Lilly Company. 

E. M. Bull, president of A. H. Bull and Company, has been 
elected chairman of the American Steamship Owners’ Associa- 
tion, succeeding Edgar F. Luckenbach. The association has 
not yet elected a president to succeed Alfred Gilbert Smith, 
whose term has expired. 


NEED FOR TRAFFIC MEN 


That the expert traffic manager need have no fear of unem- 
ployment was one of the statements of Frank P. Morgan, mem- 
ber of the Alabama Public Service Commission, speaking before 
the student body of Alabama Polytechnic Institute, March 31. 
He discussed the duties of the traffic manager and some of the 
features of the rate structure of the country. In referring to 
the opportunities in the field of traffic, he said there were, in 
Alabama, many openings for competent traffic men that could 
not be filled because of the absence of trained men. He said 
the demand for such men was certain to increase with the 
continuance of the present industrial era. He said that, while 
he did not believe a collegiate traffic course could turn out an 
expert traffic man, he did believe it could give a foundation that, 
with a short period of actual experience, would enable the indi- 
vidual to command a respectable salary. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
March 15, was 68.5, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
Percentages by classes of equipment were as follows: Box, 60.9; 
refrigerator, 78.3; coal and coke, 72.3; stock, 89.9; flat, 79.1; 
tanks and others, 94.5. By districts the percentages for all 
classes of equipment were as follows: Eastern, 59.3; Allegheny, 
74.5; Pocahontas, 60.3; Southern, 68.5; Western, 72.7. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of March 15, showed the 
following: Eastern district, 99.8 as against 97.8 a year ago; 
Allegheny district, 100.3 as against 103.2 a year ago; Pocahontas 
district, 76.8 as against 75.1 a year ago; Southern district, 99 
as against 108.2 a year ago; Western district, 97.6 as against 
94.4 a year ago; all districts, 97.9 as against 97.9 a year ago; 
Canadian roads, 95.8 as against 92.9 a year ago. 
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Life’s Worth Living for Everybody at 


Wilmington, North Carolina 


OK ) ployees, as well as enjoying life 





S yourself, the educational and recre- 
ational facilities offered by the sec- 


tion in which your plant is located 
must be considered. 


Wilmington’s educational system is one of the 





Vie ao e 


Keyport to the 
Prosperous Southeast 


Plentiful native labor. Living 
inexpensive. Wages moderate. 
No disturbing element. Heat 
seldom needed. Local and 
state taxes low, Sites with 
both trackage and frontage 
on the Atlantic’s finest land- 
locked harbor available for 
varied industries. The mild 
climate cyvts cost both of 
building investment and 
manufacturing operations. 





Investigation will show the 
many advantages Wilming- 
ton offers for you and your 
new plant. Any questions 
will be answered accurately, 
comprehensively and fotrly. 


Fre 





finest, most up-to-date 
and most thorough to be 
found in any community 
anywhere. 


Large, conveniently lo- 
cated churches of all de- 
nominations with sincere, 
efficient leaders are to be 
found in Wilmington in 
abundance. Near-by 
beach resorts, munici- 
pally owned, conveniently 
located recreational parks 
and playgrounds; clean, 
modern theatres, togeth- 
er with other things, offer 
a wide diversity of enter- 
tainment and amusement 
for Wilmington citizens 
and children. 


Such things as these are 
essential to ideal condi- 
tions conducive of prof- 
itable industry. hey 
mean much in the success 
of Wilmington industries 
and another reason why 
Wilmington should be 
your selection for your 
Southern plant. Investi- 
gate the many other rea- 
sons today. We will be 
glad to help you in any 
way possible. 


WILMINGTON 


Address _ inquiries 
Chamber a Commerce Nore 









Paris Comes to Texas 





When the 
French Line Steamers 


Dock at 
GhAe 
Port of Houston 


Growing steadily in importance is the 
passenger and freight traffic of THE 
FRENCH LINE (Compagnie Generale 
Transatlantique) represented in Houston 
by The Texas Transport and Terminal 
Company. 































Maintaining a regular service between 
The Port of Houston and the ports of 
Havre—Antwerp and Ghent—the splendid 
vessels of the French Line serve the for- 
eign shipper—and the American exporter 
—with a speedy service—And via The 
Port of Houston there are rate advantages 
to Southwestern inland points over the 
vast net work of steel spread by Houston’s 
SEVENTEEN RAILROADS. 






The French Line has only Two home 
ports for Passenger Service in the U. S.— 
New York and Houston—and no vessel of 
The French Line ever Docks at The Port 
of Houston without a warm welcome from 
Houstonians. 


Read the Story of Texas’ 
Great Inland Port in 


“PORT HOUSTON” 


The official organ of the Port Commission 
FREE FOR THE ASKING 





Address 


The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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OCEAN FREIGHT RATES 


The Trafic World New York Bureau 


The full cargo market in the last week has been marked 
by greater activity in the grain trade, due to prospects of an 
earlier opening of navigation on the St. Lawrence and also in 
response to lower prices for the commodity. This has streneth- 
ened the market, but has not brought about any increase in 
rates, as the supply of vessels has remained well in excess of 
the demand. Shipowners have tried unsuccessfully to raise 
their quotations, but charters have refused to follow the lead. 

Ship brokers and forwarders expect a fair business for the 
next few months, which will develop in an orderly fashion 
without any advance in rates that can be foreseen at this time. 

The increase in grain business in the last week has included 
berth steamers as well as tramp ships. Bookings on regular 
liners have been unusually heavy for April and May, and it 
is reported that most of the lines to the United Kingdom and 
Continent have practically closed all available space for May. 
Among the rates paid by shippers have been 14 cents a 100 
pounds to the Continent and two shillings a quarter for the 
United Kingdom. Activity in berth space is usually a forerunner 
of larger trading in full cargo vessels. Interest is being shown 
by Gulf shippers in space for July, August and September, but 
the rates now quoted by shipowners are higher than charterers 
are willing to pay at present, the range being 19 to 20 cents 
asked and 18 cents offered to Antwerp and Rotterdam. 

The sugar trade has been fairly active, with several fix- 
tures from Cuba and San Domingo at 20 to 23 shillings a ton. 

The following revisions in conference tariffs are announced: 

West Coast Italy—Genoa, Naples and Leghorn.—Changes: 
Caustic soda, $7 and $6.50; copper wire rods, in coils, $8 and 
$7.50; zinc dross in slabs or ingots, $6 and $5.75. The rates 
mentioned apply per ton of 2,240 pounds, the higher rates ob- 
taininng on steamers carrying passengers and the lower rates 
on ships carrying freight only. 

Levant, Black Sea and Adriatic—Several changes to the 
Adriatic and Greece. General cargo, automobile accessories, 
automobile batteries, machinery and machines, also toilet soap 
to Trieste only, the rates are reduced from $24 per ton of 2,240 
pounds or 40 cubic feet to $20 per ton. Contract rate on fer- 
tilizer (ammo phosphate), on which the tariff rate was $14 per 
2,240 pounds to Piraeus and Salonica, and $17 per 2,240 pounds 
to Patras, has been reduced (when the shipper signs an inter- 
changeable contract over a period) to $10 per 2,240 pounds to 
Patras and $8 per 2,240 pounds to Piraeus and Salonica. Provi- 
sions rate to Trieste, only, which was $12 per 2,240 pounds, is 
now reduced, effective to May 31, 35 cents per 100 pounds. 
Road rollers and road making machines and equipment to 
Alexandria the rate is now $16 per ton of 2,240 pounds or 40 
cubic feet. The minimum bill of lading charge to Sicily, which 
was formerly $10 or $12.50, is now generally rated at $15 per 
set of ocean documents. 


Far East—China, Japan, Manila, Straits Settlements, Indo- 
China.—The following changes were made at the joint meeting 
held in St. Louis, to the Far East: 


1. Tariff period of present Overland Tariff No. 3-L. has been ex- 
tended to June 25. 

2. Effective June 25 quotations and bookings are restricted to 
current month and succeeding three months after covering all closed 
commodities. Same rule adopted by the Atlantic. 

4. Following changes in Overland Tariff No. 3L effective June 
26. (a) Item No. 673 covering trucks has been changed to read: 
Trucks, hand. 

(b) Add new item: Clay, ground, $6. .0 weight. 

3. Following changes in Overland Tariff No. 3-L effective June 26. 

(2) Reclaimed rubber $8. .0 W/M. (b) Waterproofing cement 
$12 W/m. 


5. Following changes in Overland and Local Tariff effective im- 
mediately: 


(2) Item No. 417, group 5: Add base treads, $8.50 per 2,240 lbs. or 
40 cu. ft. (b) Item No. 120: Meds, etc., reduced $2. 


From the Atlantic and Gulf ports this same meeting made 
the following reductions: 


Beds, springs and mattresses reduced $2; brick was reduced $4, 
ground clay $3, reclaimed rubber $4, all per ton of 2,000 Ibs. or 40 cu. 
ft. There was a new rate established on old newspapers to Singapore, 
only, of $8 per 2,000 lbs. and a new rate on ecascarilla bark was 
established to regular ports of call in the Far East of $25 per 2,000 
Ibs. Advance bookings can only be made three months ahead instead 
of six months as heretofore. 


Argentine and Uruguay—River Plate——No changes in rates 
except that silica now takes the fifth class rate to Argentine 
and Uruguay, viz., $22 on passenger steamers and $20 on freight- 
ers per ton of 2,240 pounds or 40 cubic feet. While no definite 
action has been taken, it is probable that the present tariff 
will be extended until December 31, 1927. 

Venezuela and Guiana.—Changes: Lubricating oil in cases 
to La Guayra and Puerto Cabello was 40 cents, now reduced to 
30 cents per cubic foot; same, to Maracaibo, was 40 cents, now 
reduced to 35 cents per cubic foot. Business to this part of 
South America continues to be fairly good. 

Westbound rates of the Intercoastal Conference from north 
Atlantic to Pacific ports have been extended until June 30. 
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Negotiations looking toward reorganization of the conference 
are reported making satisfactory progress. All of the lines 
participating in the trade, with the possible exception of two, 
are expected to become members. 

The Kerr Steamship Line has joined the Pacific Westbound 
Conference, but the “K” Line continues to operate on a non- 
conference basis. 


FLEET CORPORATION CHANGES 


Selection of a new director of operations and reorganization 
of several departments of the Merchant Fleet Corporation were 
announced April 12 at the Shipping Board. The changes affect 
J. Harry Philbin, vice-president of the corporation, and James 
A. Wilson, director of operations. 

The new director of operations is FE. A. Kelly, vice-president 
in charge of operation for the Clyde Line, who will assume 
his duties with the Fleet Corporation April 19. 

The reorganization announced involves transfer of the ship 
sales division to direct supervision of President Dalton, of the 
corporation, and transfer of the laid-up or inactive fleet division 
to the operating division. The ship sales division and the in- 
active fleet division have been under the supervision of Mr. 
Philbin. 

President Dalton said he did not know whether Mr. Wilson 
would remain with the organization. He also did not give any 
specific information as to what Mr. Philbin was to do under 
the new arrangement. 

When interviewed, neither Mr. Philbin nor Mr. Wilson would 
say what was to become of them. They said they’ did not know. 
Mr. Philbin has been with the corporation since 1919 and has 
been identified with the ship sales division and laid-up fleet 
divisions. Mr. Wilson was ousted by former President Crowley 
and later reinstated by President Dalton. 

President Dalton also announced that a European director 
to succeed Joseph E. Sheedy, who recently resigned, would not 
be appointed. Instead of having one European director, with 
headquarters in London, directors will be appointed for each 
of four European districts to be created. The plan, as explained 
by Mr. Dalton, will follow the lines of organization of the 
corporation in the United States in which there are a number 
of districts, each presided over by a director. The plan of hav- 
ing one director for Europe has not worked out satisfactorily, 
according to the explanation for the change, on account of the 
diversity of conditions among the various European countries. 
Two districts in South America will be created. Only one dis- 
trict exists there now. All directors of districts will report to 
President Dalton. 

President Dalton said the transfer of the inactive fleet divi- 
sion to the operating division would result in a reduction in 
personnel and a reduction of about 10 per cent in the cost of 
maintaining the inactive fleet. There are now about 1,500 per- 
sons employed in the laid-up fleet division and the expense runs 
about $3,000,000 a year. 

Mr. Kelly, the new director of operations, has been associ- 
ated with the Clyde Line for more than 30 years, according to 
a statement issued at the board’s offices. In the period of fed- 
eral control, Mr, Kelly was an official of the Railroad Administra- 
tion, handling terminal labor matters. 

Clifford Smith, formerly secretary of the Shipping Board, 
has been appointed assistant director of the United States Lines, 
the board’s north Atlantic passenger service, in the Paris office 
of the Fleet Corporation. He has been assistant director in the 
New York office of the board. He succeeds A. W. Atterholt who 
will go to Bremen as assistant director of the Fleet Corpora 
tion’s office there. 

President Dalton announced that he planned to go to Europe 
this summer to make a survey of Fleet Corporation activities 
there. He probably will be accompanied by David Burke, 
general manager of the United States Lines. 

The United States Lines, Mr. Dalton said, according to an 
estimate submitted by the general comptroller, would show a 
“profit” of about $200,000 for the fiscal year ending June 30, 1927, 
as against a loss of over $1,000,000 for the preceding fiscal year. 
He said the “profit” was a result of an increase in freight 
cargoes carried by the vessels of the lines, increased passenger 
traffic, and reduction in expenses. A further reduction in ex- 
penses might be effected, he said, by establishment of a central 
supply purchasing agency for all Shipping Board lines. A plan 
for establishment of such an agency was under consideration, 
he said. Under the present system, each line purchases its 
own supplies. 


TRANSPORTATION INQUIRY ABROAD 


Norman F. Titus, chief of the transportation division of the 
Department of Commerce, will sail. May 25, from New York to 
Europe to investigate there conditions relating to inland water- 
ways, warehousing facilities, port services and merchant ma- 
rines, according to an announcement by Dr. Julius Klein, director 
of the bureau of foreign and domestic commerce, which con- 
tinues as follows: 
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MERCANTILE WAREHOUSING AND DISTRIBUTING 


ST. PAUL, MINNESOTA 
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*«To Serve the Northwest” 








"the ST. PAUL TERMINAL WAREHOUSE CO. 
fog Storage of Merchandise—Pool Car Distribution 
tn Licensed by and bonded to the State of Minnesota 

e dis- 

divi Merchandise Storage and Pool Car 


2,000 CARLOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


st of : 4 . 4 

ce «=P | Stivedtesce: Distribution 
runs 
3soci- 
ng to 
' fed- 
istra- 


oard, 








ines, 1857 (OF LL Or4Ne1®) 1927 
ffice 
mts am) JOS. STOCKTON TRANSFER CO 
who 7 a 
~— 1020 SOUTH CANAL STREET 
ets 70 YEARS’ EXPERIENCE 
urke, OT vest t ot meem\Y Col del mM Matis at ot-M a OF Ua lotto MEDI E Tact oltt ates] 
o an 
et NEW ORLEANS, LA. 
‘ight STORAGE 
— Efficient Merchandise Distribution 
tral 
plan THE COMMERCIAL WAREHOUSES 
“~ 201 IBERVILLE ST. 
r : Storers and Distributors 
h 

k to MERCHANDISE 
coon Chocolate and other candies stored 
ctor all year round. 





io Cool Temperatures 


“THE ECONOMICAL WAY” 









TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
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ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY 4 
LOCATED TO RENDER 
DISTRIBUTORS 


AND FORWARDING 
SERVICE 
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DISTRIBUTION anc WAREHOUSING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 
DENVER, COLORADO 


Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


460 ROOMS WITH BATH 





















Opened June 5, 1926 
The Largest and Finest Hotel in the State 


66 


The Leading Hotel of Denver” 


‘“‘CHIEF’’ GONZALEZ and HIS “‘ROYALS” 
EVERY EVENING 





The ‘‘Metropole’’ is now an Annex to the ‘‘Cosmopolitan” 


CHICAGO, ILL. 


LOCATED NEAR LOOP 
40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 
Space for Rent 
Representative 
NATIONAL WAREHOUSING, INC. 


| 296 Broadway, New York, and 
37 mm St., Sen Francisco 
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The purpose of Mr. Titus’ trip is fourfold in nature. In the first 
place, it will be undertaken for the purpose of investigating inland 
waterways in Europe. This question is one of the important issues 
in the United States at the present time and a careful study of in- 
land waterway facilities in European countries is being made by 
the transportation division of the commerce department with the idea 
of presenting to the American people the experience of other nations 
in this important phase of transportation. Inland waterways have 
been highly developed in Europe, according to Mr. Titus, and it is 
desired to examine and set forth the principles whose value has 
been demonstrated in actual practice in Europe where the waterways 
have been a source of national prosperity. It is also desired to bring 
out the exact coordination of inland waterways with the railway 
systems in the countries of Europe, and thereby to obtain information 
which will be of value in the consideration of the problem in this 
country. 

A second purpose of the trip will be to conduct a personal in- 
vestigation of European warehousing facilities. At the present time, 
the department of commerce is conducting research in Europe for 
the purpose of obtaining material on warehousing conditions which 
will later be incorporated in a bulletin issued by the transportation 
division. This material will include not only the results of a careful 
survey of all warehouse facilities in Europe but also the results 
of investigations of the business organization of each warehouse 
concerned, together with their record, financial standing and similar 
matters. This publication, according to Mr. Titus, will be of real 
value to American exporters and one of the purposes of the trip will 
be to obtain detailed information concerning these conditions from 
personal observation and study. 

In the course of his trip Mr. Titus will also lay the basis for 
the accumulation of data on port organizations and facilities, which 
will be incorporated in a series of bulletins to be issued later by the 
transportation division. 

Finally, Mr. Titus will investigate the present trend in European 
ship construction and operation in the hope of obtaining information 
which will be useful in the consideration of the American merchant 
marine problem., At*the present time, developments of great im- 
portance in shipping are occurring in Europe, especially in the con- 
struction of vessels of larger size and greater speed than the normal 
vessel of the present time and thorough understanding of these de- 
velopments is necessary to the transportation interests of this country. 
Another matter of importance at the present time is the rise of 
Germany and Italy in maritime affairs since the World War. A 
study of the shipping policies and practices of these nations will be 
made by Mr. Titus. 

The itinerary of the trip includes London, Liverpool, Manchester, 
Paris, Rotterdam, Antwerp, Brussels, Stockholm, Copenhagen, Berlin, 
Hamburg, Coblenz, Genoa, Marseilles, Paris, Harve and Cherbourg, 
from where Mr.:Titus will sail for New York in order to arrive in 
this country in the early part of August. 


CUTTER OPTIMISTIC ON SHIPPING 


Victor M. Cutter, president of the United Fruit Company, 
speaking before the New York Propeller Club, declared that 
the greatest opportunity in history was near for profitable op- 
eration of ships and the building up of a great shipping industry 
in the United States. He based his optimism on the fact that 
the nation must find an outlet for its wealth in foreign trade 
and suggested that, before any artificial remedies for prosperity 
were attempted, it would be wise to develop the markets of 
th world. Plenty of ships were available to aid in this develop- 
ment, he said, and more could be quickly constructed. He is 
an advocate of an American merchant marine, but is against 
government competition with private companies. “Serious con- 
sideration should be given and proper influence exerted to find 
some solution for government ownership and operation of a 
merchant marine,” he said. “Undoubtedly the government and 
the people are anxious to get out of the shipping business and 
leave it to private enterprise. This cannot be done without 
initiative on the part of shipping men. Aggressive action is 
needed.” 

In discussing the cost of shipbuilding in the United States 
as compared with foreign countries, he said one of the problems 
facing American shipowners was whether to build ships in the 
United States or abroad. 

“There is no question as to the patriotism of American 
firms in the shipping business,” he said, “but the fact is that 
ships can, at the present time, be built abroad from 33 to 45 
per cent cheaper than in the United States. It is a fair ques- 
tion as to whether it would not be sounder business to build 
the ships where they can be obtained the most cheaply and 
where capital cost will be so low as to enable American ship- 
ping men to compete on equal operating terms with shipping 
men of other nationalities. Except for national defense, it is 
doubtful whether any artificial aid to the shipbuilding industry 
is sound economics.” 


MERCHANT MARINE DECLINE 


The Trafic World New York Burcau 


The American merchant marine has declined 714 per cent 
in tonnage since 1920, according to an analysis made by the 
National Industrial Conference Board. While the total world 
tonnage of merchant ships has increased 16 per cent in the 
last six years, from 51,786,120 gross*tons in 1920 to 60,069,411 
tons in 1926, the gross tonnage of merchantmen sailing under 
the stars and stripes has decreased from 12,406,123 gross tons in 
1920 to 11,472,824 tons in 1926. Despite this decline, the United 
States still holds its place as the second most important mari- 
time nation. 

Germany, having lost nearly all, or about ninetenths, of her 
merchant marine through the war, again looms as the fastest 
growing maritime nation, her merchant marine having increased 
630 per cent in-gross tonnage from 1920 to 1926. At that, while 
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she has built or repurchased ships totaling 2,642,657 gross tons 
since 1920, she has recovered only about three-fifths of her pre. 
war strength, her total gross tonnage at the beginning of the 
current year amounting to 3,062,095 tons, as against 5,134,729 
tons in 1914, and only 419,438 tons in 1920. Italy and Japan 
follow next in order as regards the rapidity with which they 
are increasing their mercantile marine. Italian merchantmen, 
totaling 2,118,429 gross tons in 1920, now total 3,150,246 tons, an 
ancrease of 48.7 per cent, clearly reflecting the vigor of the 
Mussolini regime. Japan has increased her mercantile tonnage 
from 2,995,878 tons in 1920 to 3,967,617 tons in 1926, an increase 
of 32.4 per cent. France comes next, with an increase of 122 
per cent, from 2,963,229 tons in 1920 to 3,324,397 tons in 19926. 
The British merchant fleet, of course, continues to hold first 
place in total tonnage, but shows only 7.7 per cent increase for 
the six years, from 20,142,880 gross tons in 1920 to 21,698,253 
tons in 1926. 

Total world tonnage of merchantmen at the end of the 
war would have shown considerable decrease had it not been 
for the huge shipbuilding program of the United States under. 
taken for war purposes, to replace allied shipping destroyed 
during the war and to speed the transport of food, war supplies 
and fighting forces across the Atlantic. After the war, the 
United States faced the problem of a surplus of ships that could 
not be operated profitably, and hence ship construction declined. 
Germany, Italy, Japan and France, as well as Great Britain and 
smaller nations, however, continued, or embarked on, vigorous 
ship construction programs. , 

While just before the war only about one-tenth in value of 
the foreign trade of the United States was being carried in Ameri- 
can bottoms, her own ships in 1920 were carrying more than 40 
per cent in value of her exports and imports. By the beginning 
of the current year, American ships were carrying only 32 per 
cent of American foreign trade. The United States today, how- 
ever, has ships enough to carry in the future a larger proportion 
4 its own foreign trade than it did in the last four decades before 

e war. 


ST. LAWRENCE WATERWAY 


President Coolidge knows of no tentative treaty with ref- 
erence to the proposed St. Lawrence waterway project having 
been sent to the United States by Canada and doubts that such 
a document has been transmitted to the government of the 
United States, according to a spokesman for the President at 
the White House. This information was elicited from the White 
House as the result of reports that the Canadians were pro- 
posing a pact providing for construction of the waterway project 
and for reciprocity with the United States. 

The St. Lawrence waterway project is being studied by the 
State Department with a view to discussing the matter with 
the Canadian government. It was indicated at the department 
that some action might be taken in the next few weeks. 


PANAMA CANAL TRAFFIC 


In the first fifteen days of March, 229 commercial vessels 
and 9 small nonseagoing launches transited the Panama Canal, 
according to the Panama Canal Record. Tolls on commercial 
vessels aggregated $1,033,871.14, and on the launches $77.51, 
or a total tolls collection of $1,033.948.65. 


OCEAN AGREEMENT APPROVED 


An agreement between the American Hawaiian Steamship 
Company and Farquhar Steamships, Ltd., covering the move- 
ment of shipments on through bills of lading from Pacific coast 
ports of the United States to Halifax, N. S., has been approved 
by the Shipping Board. Under the terms of the agreement, the 
through rate is made up of a combination of the local rates of 
the two carriers plus inward wharfage and transfer charges at 
Boston, the Farquhar Steamship Line absorbing the outward 
wharfage charge out of its local rate, according to the board. 


BOOKLET ON MERCHANT MARINE 


Copies of the booklet prepared by the Merchant Fleet 
Corporation on the government’s merchant shipping services are 
now available for distribution, according to an announcement 
by the Shipping Board. The booklet is being distributed by the 
statistical division of the Merchant Fleet Corporation, Washing- 
ton, D. C. It contains a description of Shipping Board services, 
maps and illustrations, trade data and an argument as to “the 
importance of an active merchant fleet as necessary to the 
continuance of our national prosperity.” 


SHIPS FOR TROOPS TO CHINA 


Chairman O’Connor, of the Shipping Board, had writien 
letters to Secretary of War Davis and to Secretary of Navy 
Wilbur offering co-operation of the Shipping Board in making 
available vessels for transporting troops to China. He said he 
wrote the letters because of statements that the government 
was much concerned on account of lack of transports to move 
troops to China. 
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IN THE CHICAGO SWITCHING DISTRICT 


GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Lew Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammend, Ind. 












Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia. ..Wednesdays and Saturdays 





Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 


INDIANAPOLIS, IND. 


Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 


“‘Sersice That Satisfies’”’ 
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GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 

























































PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 


To—HAVANA AND NEW YORK 
EASTBOUND SAILINGS 


From San Francisco From Los An 
April 30 May 


Also regular sailings for Mazatlan, Manzanillo, C 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment et Paname fer South America and European Ports 


OFFICES 
35@ Marquette Bidg., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanover Sa., New York, N.Y. $48 8S. Spring St., Los Angeles, Cal. 


IN 
COLUMBUS, OHIO 


IT’S 
THE MERCHANDISE STORAGE CO. 
U. S. BONDED 
FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 


Ne oe 


WILL'AMS LINE 





“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
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FREIGHT RATE INQUIRY 
The Traffic World Ottawa Bureau 


J. R. L. Starr, counsel for Ontario in the freight rate investi- 
gation before the Board of Railway Commissioners, began his 
argument in behalf of that province April 7. He contended that 
the central provinces, Ontario and Quebec, had always been the 
“milch kine” and had been persistently and consistently “milked” 
in the cost of building and operating the transportation sys- 
tems of the country and then penalized in the matter of rates. 

He asserted that western Canada had lower rates now on 
the vast bulk of the tonnage carried on the railways, that 
eastern Canada provided most of the high grade tonnage and, 
in fact, originated considerably more than fifty per cent of all 
totals except agricultural. 

He submitted figures to show how closely traffic was pro- 
portionate to population, averaging about ten tons a head and 
approximately the same throughout Canada. Therefore, he ar- 
gued, the west could not hope to catch up in the matter of traffic 
until it had caught up in population. 

At considerable length, he analyzed the exhibits on file to 
show how, by his interpretation, the east had borne the brunt. 
Instead of the west suffering it should be rejoicing, he con- 
cluded. 

The board up to this time had heard representatives from 
Alberta, Saskatchewan, and Manitoba, who spent considerable 
time in marshaling the voluminous evidence before the com- 
missioners. The conclusion of counsel of each province so far 
had been the same—that the present freight rates were dis- 
criminatory against their provinces and gave undue advantage 
to each and all of the sister provinces. 

The value of the grain traffic to the railways from the 
viewpoint of net revenue was discussed by H. J. Symington, 
continuing his argument for the province of Manitoba. He 
quoted from evidence and from official reports to show that, in 
the month of heavy grain movement in the years of big crops 
the great proportion of the year’s profits were made. 


Neither railway, he declared, had ever attempted to deny 
that the grain business was profitable, and their annual reports 
over a long series of years contained proof of substantial profit. 
“I do not claim,” he said, “that a carload of silk is not much 
more profitable than a carload of grain, but when you take into 
account the huge volume of that grain traffic, the net profit of 
the year’s business is, to a large percentage, derived from that 
business.” 

In the four months of the grain movement in 1925, for ex- 
ample, he said there was an increase in freight traffic of 25 per 
cent, but the increase of operating cost was only 20 per cent. 
Railway witnesses, he said, admitted that the system was laid 
out especially to take care of just such an increase of business. 

Mr. Symington said the grain rates had always been too 
high in the west in spite of periodical reductions, and, notwith- 
standing close questioning of railway witnesses, he had failed 
to elicit any satisfactory reason for such discrimination. He 
urged that, as a matter of policy, the grain rate from Winnipeg 
to Fort William should be reduced to the relative position that 
obtained before the percentage increases, which would mean a 
reduction from fourteen cents to ten cents. Then he would 
ask that the rate on dairy produce on a minimum of 50,000 
pounds should be substantially reduced and, further, that west- 
ern distributing rates be reduced to 85 per cent of the eastern 
standard mileage scale. 


On April 8 Mr. Prudhomme, corporation solicitor for the 
city of Winnipeg, submitted argument for that city. He pointed 
out that it had always been recognized as the natural geographic 
and obvious center from which all transportation operations 
between east and west must radiate. This was evidenced as 
early as 1881, when the city passed a by-law giving the Cana- 
dian Pacific a large area on which to erect a central station 
with yards and other adjuncts and also the lands for stock- 
yards. Not only did the city give the necessary land, but it 
agreed to exempt these lands from all municipal taxation for- 
ever. This recognition that Winnipeg was peculiarly suited in 
every way for the center of all railway activities in the Cana- 
dian west had never been questioned, but, on the other hand, 
had been emphasized ever since. Consequently, he argued, the 
advantages that, from time to time, had been accorded Mani- 
toba, and especially the capital city, were in the interest of 
western transportation as a whole, and it would be disadvan- 
tageous to remove those concessions in any readjustments of 
the rates schedule. 

L. A. Cannon appeared in the interests of Quebec. He re- 
marked that, in the weeks and months of the investigation the 
commercial life of Canada had been passed in review before 
the board, and it must have been evident that a great improve- 
ment was developing. The conditions were altogether different 
from those in 1925, when the western provinces and others had 
prepared and filed their submissions. The feeling of gloom 
and depression that then existed had been dispelled; the whisper 
of death has been hushed and died away and a spirit of op- 
timism had taken its place. It was, therefore, necessary, he 
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declared, that the board not only consider the terms of the 
order in-council under which the inquiry was being held, but 
also the changed conditions. 

Turning more particularly to the situation in Quebec, Mr, 
Cannon said his province had borne a large share of the trans. 
portation burdens of the past. Quebec had built the lines from 
Montreal to Ottawa out of provincial funds; she had given huge 
grants of land, had guaranteed bonds, had paid her full propor. 
tion of the cost of the old Intercolonial Railway and of sections 
of what was now the Canadian National, while also taking her 
share of the general railway debt, totaling $674,947,300. All 
these facts should have their influence when consideration was 
being given to any: proposition that would adversely affect Que. 
bec in transportation conditions, whether the change was actual 
or only relative. 

In the freight rates inquiry, G. G. McGeer opened the case 
for the province of British Columbia April 11. He began with a 
protest against the idea that appeared to be prominent in the 
minds of many of his colleagues representing other portions of 
the Dominion, especially in the east, that the development of 
the west would be harmful to the east. He maintained that the 
prosperity of Vancouver would not injure Montreal, Toronto, 
Winnipeg, and Atlantic ports. The development of Chicago did 
not hurt New York nor did the growth of Seattle and Portland 
hurt San Francisco or Los Angeles. 

The plaint of counsel for Winnipeg and Manitoba was that 
the development of trade with Vancouver would destroy the 
jobbers of Winnipeg. If, declared Mr. McGeer, the effect of 
building up the Dominion as a whole and of taking full advan- 
tage of the transportation facilities of the Pacific Ocean, one of 
the greatest assets which Providence had vouchsafed to Canada, 
were to destroy the jobbers of Winnipeg, he would hold up both 
hands for the destruction of the jobbers of Winnipeg. 

The business men of Vancouver had testified to the serious 
effect of the mountain differential on the Pacific trade, and the 
main point in the submission of British Columbia was its de- 
mand for the elimination of that handicap. 

Other requests, scarcely less important, were the establish- 
ment of the domestic grain rates to the Pacific coast as a basis 
of export rates; the reduction of freight rates from British 
Columbia points to other British Columbia points and to Prairie 
Provinces; the removal of the arbitrary differential of one and 
a half to four cents requested by the Vancouver Island lumber- 
men; the application of the sugar refineries, the canning and 
furniture interests and others in British Columbia for the re 
moval of discriminatory rates between the Prairie Provinces 
and themselves; and the revision of fruit rates. 

It had been asked why the Pacific manufacturers feared 
eastern competitors, handicapped as it was by delays in delivery 
and the absorption of transportation charges, no matter how 
low. The answer, said Mr. McGeer, was that the eastern mar- 
ket was much larger than the western. Eastern traders had a 
bigger market at their door than the whole of the western mar- 
ket, and, therefore, easterners were able to ship their surplus 
stock west at little or no profit and yet make money. , 


The low transcontinental rates were’ a greater advantage to 
east than to the west, but, he added, it mattered little to him 
what the board did with the transcontinental rates, as, what- 
ever action was taken, some of his clients would ‘be pleased and 
satisfied. 

It was strange, he remarked, that the railways had not done 
more to open and develop Canadian ports. No one would claim 
the Atlantic ports were handling the business they should, and, 
as to Vancouver, it was not prosperous by comparison with other 
Pacific ports. Seattle and San Francisco had far outdistanced 
Vancouver. Sydney and Melbourne, Australia, were far in ad- 
vance. Sydney was about the same age as Vancouver. She had 
no prosperous provinces behind her like Alberta and Saskatch- 
ewan, no vast lumber and mineral trade to feed her port, and 
yet she was now a city of 1,250,000 and had a port trade many 
times in excess of Vancouver. British Columbia had more po- 
tential wealth than Germany and France combined, and there 
must be some reason that Vancouver, as the ocean port of 
British Columbia, was not further ahead. 

Was there any significance in the fact that, as soon as the 
grain rates were reduced, the business advanced four hundred 
per cent in five years? 

He maintained that the mountain differential should be 
abolished. 

Commissioner Boyce reminded him that the board had al- 
lowed this rate in 1922 and, therefore, it was not now debatable. 
He replied that conditions had so changed in the last five year's 
that British Columbia and Alberta were justified in asking for 
a review of the situation. Not only the cost of operation must 
be considered, but the amount of traffic, the class of traffic, and 
a number of other conditions had to be regarded. The railway 
act specified that, where discrimination existed, the onus of 
showing such discrimination was justified rested on the rail 
ways. But, he added, the railways had repeatedly declared that 
it was impossible to show what one class of traffic cost to mové 
as against another class, 
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He argued that, until the railways amended their methods 
of keeping statistics so that this information was available, they 
could not prove any discrimination was justified and, therefore, 
such discrimination should be disallowed. 

He reviewed the testimony of Vancouver and Victoria busi- 
ness men, who were practically unanimous in swearing that the 
mountain differential was shutting them entirely out df the 
prairie markets, which they agreed were the natural markets 
for them to supply. It had been alleged, added counsel, that the 
removal of the mountain differential would hurt the railways 
which now received about a million dollars per annum from this 
impost, but all experience showed that the opposite would be the 
fact—the reduced rates would bring an increase of business that 
would far more than compensate forthe loss. This inquiry had for 
one of its objects the ascertaining of whether an adjustment of 
rates would increase trade and the testimony of all classes af- 
fected had shown that not only did the mountain differential 
retard and hamper trade, but statistics showed that the moment 
that impost had been partially removed there was a responding 
increase of trade at once. 

He criticized the evidence as to cost of operating given by 
Mr. Neal, the C. P. R. expert operating witness, which, he 
claimed, was unreliable and at essential variance with the testi- 
mony on the same details given by the C. N. R. expert, Mr. Mal- 
lory. Railway counsel defended their respective witnesses and 
a somewhat strenuous argument ensued. 

On April 12, which was the 101st day of actual sitting of the 
board on the freight rate question, Mr. McGeer again addressed 
the Commission. Still urging the injustice to the Pacific prov- 
ince on the continuance of the mountain differential, he asked 
why, if that discriminatory rate was justified by the alleged 
greater cost of operating and cost of maintenance, it was not 
enforced in Quebec where that cost was 47 per cent greater than 
in the west. He further showed from the railway figures that a 
substantial increase in traffic, as during the grain movement, 
did not cause anything like the same increase in cost of han- 
dling, an increase of 250 per cent in traffic, and only increased 
the cost of operating 20 per cent. 


At the sitting, April 13, Isaac Pitblado, counsel for the Win- 
nipeg Board of frade, urged the board not to remove the “con- 
structive mileage” between Winnipeg and Ft. William, at the 
request of a small group of distributors in Saskatchewan and 
Alberta. He was not able to finish his remarks before the in- 
vestigation was adjourned until April 20. - 


He dealt at length with the need for retaining the “con- 
structive” mileage in the rate structure. He offered many argu- 
ments and showed that Alberta, which is demanding the elimina- 
tion of the constructive mileage between Winnipeg and the head 
of the lakes, was a great beneficiary of the constructive mileage 
principle, applied between points in Alberta and the Pacific 
coast. 

The principle of constructive mileages, said he, had been 
approved by the Commission in 1914 and 1922 in written judg- 
ments. There were many of these constructive mileages, and if 
the board, at this date, was to reverse this principle, confusion 
and hardships must result. There was a constructive mileage 
from Central Canada to the Maritimes and another constructive 
mileage rate from Central Canada to the head of the lakes. 
There was also one, now under fire, between Fort William and 


Winnipeg and still another from the prairies westward to the 
Pacific coast. 


It was important to retain constructive mileage between 
east and west, and Winnipeg was the natural western terminus 
special rate. The natural breaking point for rates was Winni- 
peg, he said, “because every through train from the east is first 
broken at Winnipeg; all lake and rail traffic is broken at Win- 
nipeg; also Winnipeg is where east meets west.” He declared 
that it was in the interest of Canada as a whole and particularly 
in the interest of future development, that there should be a few 
large centers for distribution. To split up the Dominion into 
small distributing units would not be of benefit to the Dominion. 
It would lead to duplication of plant and distributing machinery. 
The board could not give a special rate, said he, to every little 
town that wanted one. 


“My clients feel,” said he, “that no change in the freight 
rates structure should be granted for the purpose of building up 
one town against another or for aiding one set of merchants 
against another. The balance, as between distributing centers, 
should be kept as even as possible.” 


He referred to S. B. Woods, counsel for Alberta, as the ex- 
ponent of equalization of rates, mile for mile; of the elimination 
of constructive mileages; of not considering for purposes of rate 
making, the market competition being waged by cities and of 
the elimination as a factor in rate adjustments; of water com- 
petition. Mr. Woods, said he, came from Edmonton and he pro- 
posed to examine the position of that city in the present rate 
structure. To begin with, Edmonton held a place of equality 
with Calgary, because of the market competition between these 
two cities. Calgary was 123 miles nearer to Vancouver than 
Edmonton, and, in equalizing the rates, the city of Edmonton 
benefited by the elimination from the tariffs of 123 miles. There 
was, also, a constructive mileage rate from the prairies to the 
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Pacific under which, as between Winnipeg and Fort William, 
130 miles were dropped out. Thus, Edmonton was benefited by 
the elimination of 253 miles. 

Mr. Pitblado: “Mr. Woods is here. 
of the principles which he condemns.” 

Mr. Woods (interrupting); “Is Calgary objecting?” 

Mr. Pitblado: “I am objecting. Here is a gentleman who 
talks principles to the board, but who represents a city which 
has the most advantageous rate position of any city in North 
America, advantages which he opposes, in principle. He ob. 
jects to Winnipeg receiving the benefit of a constructive mile. 
age. I want the board to give the same treatment to both cities. 
They have 253 miles they don’t pay for. It is a funny rule that 
won’t work both ways.” 

If the Regina application were granted, said he, it would 
add 130 miles to the mileage on which rates were paid between 
east and west. The board might give a general reduction of 15 
to 20 per cent to compensate for the loss of constructive mileage, 
but this would compensate very little. Rates were liable to 
fluctuation from time to time, as anyone would realize by recall- 
ing the changes in the last ten years. A reduction now might 
be followed by an increase at a later time. However, where 
mileage was eliminated entirely, it disappeared from the rate 
calculations and was of advantage irrespective of subsequent 
rate changes. 

Concluding his arguments in regard to the effect that re. 
moval of the constructive mileage would have on westbound 
rates, he, Pitblado, declared that it would result in a general 
increase in rates of from 8% to 15 per cent. 

As to the effect on eastbound rates, he declared that, while 
there were many special commodity rates, the ordinary rate 
applied to a large number of export products. He enumerated 
these, as follows: dairy products, such as butter, eggs, and 
cheese; packing house products, fresh meats, and hides; poul- 
try, fish and scrap iron. If the constructive mileage were elim- 
inated, all these products would have to pay a rate on the 
actual mileage. The livestock industry in the west centered in 
Winnipeg. Here were located the largest stock exchanges and 
abattoirs. If the application of Regina were granted, he said, 
the whole packing house industry would be penalized. 


CRITICISM IN PARLIAMENT 


The Traffic World Ottawa Bureau 


Severe criticism of the Board of Railway Commissioners 
developed in the Canadian Parliament, April 12, when the sub- 
ject of a low freight rate on coal from Alberta to Ontario and 
the slowness of the board in dealing with the investigation into 
the matter ordered by the government in February, 1926, was 
discussed. The matter was brought up by Mr. Garland, one of 
the Alberta members, who called attention to the fact that 
mine-workers were out of work in the Drumheller district, and 
said that the board was doing nothing to implement the govern- 
ment’s order. 

On the same day Mr. Cantley, member for Pictou, Nova 
Scotia, criticized the decision of the government, in the claims 
of the Maritime Provinces, in having excluded rail traffic to and 
from the United States from the 20 per cent reduction in freight 
rates. 

He said these reservations and exceptions, particularly with 
reference to all rail traffic to and from the United States, were 
contrary to the recommendations of the Duncan report and failed 
to give relief to the fishermen of Nova Scotia, the growers of 
potatoes and agricultural products in Prince Edward Island and 
New Brunswick, and the manufacturers of pulp, paper, and lum- 
ber in New Brunswick. Said he: 


He is the beneficiary 


Since the issue of the Duncan report, it has been discovered that 
for a number of years there has been in existence a secret rate on 
foreign import coal and ore of fifty-four cents per gross ton for 
a distance of 140 miles. This rate is 12.3 per cent of the class to 
which the traffic belongs, or 3.4 mills per ton mile, and is the lowest 
rail rate in force in Canada. It will be remembered that, in January 
of last year, members of this House asked the government to put 
in force a special rate of 3 and a half mills per ton mile on a 
small tonnage of coal from Nova Scotia to Montreal as a temporary 
relief rate, which request was then refused, and has never been 
available to Nova Scotia coal. Were Nova Scotia given the same 
class rate on the maximum standard mileage basis, the rail rate on 
coal from Sydney to Montreal would be $2.05 per gross ton of 2,240 
pounds instead of the tariff rate of $4.50 per net ton of 2,000 pounds 
now charged, and Nova Scotia would be shipping one or two thousand 
tons per day to Quebec points and so would be able to provide stead) 
employment for Nova Scotian colliery workers and railway em- 
ployes. The same thing would apply to the coal operatives of the 
western territory referred to this morning. 


Charles Dunning said it was a serious thing to say that 
there was a secret freight rate in existence, and asked for def- 
inite information regarding it. He added: 


Our law does not provide for the existence of secret freight rates; 
all freight rates must be public. I think my friend should put the 
full information on Hansard in order that it may be in our possession. 

Mr. Cantley: I cannot give you the railway tariff, but I can tell 
you that the traffic originates at Point Edward in Ontario and is car- 
ried from there to Hamilton, Ontario. : 

Mr. Dunning: And is the rate approved by the Board of Rail- 
way Commissioners? ; 

Mr. Cantley: So far as I know the Board of Railway Commis- 
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sioners did not know anything about it until recently; no one else 
apparently knew anything about it except the railways and the parties 
enjoying that rate. It has been in existence for ten or twelve years, 
perhaps rather more; it was originally made with the Grand Trunk 
Railway and has been continued unti] the present time. That is my 
information, and I think it is correct. 

Mr. Dunning: There is some illegal proceeding if that is being 
done, and I would like to get enough information to check it yp. 

Mr. Cantley: I quite agree with the Minister, and I want to 
tell him further that while the opinion is prevalent in this House and 
throughout the country that Nova Scotia has enjoyed an exceptional 
freight rate on the Intercolonial railway, the fact is that Nova Scotia 
is discriminated against in regard to a score of rates in which the 
advantage is wholly with points largely west of Montreal as against 
the interests of the maritime provinces. I have a lot of information 
here and a mass of detail in my room with which I do not propose 
to trouble the House at this time, but with which I will deal at some 
future time. I will give the minister all the information in my 
possession in regard to that particular import coal and ore rate, 
because I know he will be interested in it. I give him credit for know- 
ing nothing of what has been done in that regard, and so far as I 
know no one until recently knew about it except those directly in- 
terested. I learned of it a few weeks ago. 


CANADIAN CAR LOADING 


Car loadings the week ended April 2 showed small changes 
from the previous week. Pulpwood was lighter by 740 cars, 
merchandise was heavier by 384 cars, and miscellaneous freight 
increased by 466 cars, but other commodities were practically 
the same, the total being 499 cars less. Compared with load- 
ings for the corresponding week in 1926, the increase was 
12,105 cars. The holiday, Good Friday, April 2, affected the 
loadings last year, though grain, coal, pulpwood and merchan- 
dise are running considerably heavier this year. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
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Merchandise, L. C. L... 17,600 14,879 
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Total Cars Received from Connections 41,554 41,091 39,167 
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NEW RAILWAY LINE 


Steps have been taken toward the construction of the rail- 
way line from St. Felicien to Mistassini, in Lake St. John, pro- 
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viding for the cash grants. The Canadian National has already 
called for tenders for the construction of the line. 

The line from St. Felicien to Mistassini is to be the firgt 
section of the road built, and will be 32 miles in length. Fo, 
this portion of the road the Quebec government is granting a 
cash subsidy of $6,000 a mile. 


OPERATION OF HEREFORD RAILWAY 


It is announced from Quebec that the Canadian Pacific, ip. 
stead of the Canadian National, will operate the Hereford Rail. 
way. It is understood that the Exchequer Court is preparing 
final deed, and it appears that at the last moment the Canadian 
Pacific Railway offered to take over the road from the Canadian 
National Railway. The Minister of Railways and the Canadian 
National Railways, it is understood, have accepted the offer, and 
the road will be deeded directly to the Canadian Pacific Railway, 


CANADIAN RAIL EARNINGS 


The gross earnings of the Candian National for the week 
ended April 7 were $4,888,957, as compared with $4,708,604 for 
the same week of 1926, an increase of $180,352. 

Earnings of the Canadian Pacific for the same period were 
$3,233,000, an increase of $18,000. 


PEACE RIVER REPORT 


Concurrence by the House of Commons in the report of the 
standing committee on railways and canals, respecting the Peace 
River outlet was held up April 11, when D. M. Kennedy (U.F. A, 
Peace River), proposed an amendment. His motion, which will 
be debated before the report can be concurred in, would send 
the report back to committee. 


PARCEL-POST REGULATIONS 


; W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective at once, parcel-post packages weighing more than 
11 pounds containing meat or preparation of meat are subject to 
importation authorization obtained at the request of the addressee 
in Switzerland by a competent cantonal authority. The important 
authorization must be requested in advance of the shipment. 

The above should be added to the item “Switzerland,” on 
page 309 of the annual Postal Guide for 1926. 

Pursuant to an agreement between this department and the 
postal administration of British North Borneo, effective at once, 
senders of parcels exchanged between the United States and 
British North Borneo have the option of attaching a single cus- 
toms declaration to only one parcel comprised in a shipment 
consisting of any number of parcels mailed simultaneously by 
the same sender to the same addressee at one address. 

Effective at once margarine products made with animal fats and 
mae ed cameo: Bag = ee aaa parcel-post mails to Lithuania. 
es the item ‘‘Lithuania’”’ on 
the annual Postal Guide for 1926. ee oe 


Information has been received that several postmasters in this 


= are forwarding eggs and baby chicks in outside packages to 


As neither the existing parcel-post convention between the United 
States and Cuba nor any special arrangement provide for the exchange 
of baby chicks, they should not be accepted for dispatch either inside 
— _ or as outside pieces when destined for the country men- 


Eggs may be accepted when packed in accordance with the pro- 
visions of section 59, on page 315 of the annual Postal Guide for 1926, 
but must be placed inside sacks when dispatched to Cuba. 

All post offices and railway post offices will give close attention to 
the foregoing, as the postal administration of Cuba will return to 
origin all packages of baby chicks and parcels containing eggs received 
outside of mail sacks. 


TO CLEAN BOX CARS 


“In order that more nearly a maximum number of freight 
cars can be kept in readiness at all times to meet the trans- 
portation needs of this country, the transportation division of 
the American Railway Association has announced a plan by 
which closed freight cars, which have been contaminated with 
oil, grease or other liquids or cars in which offensive odors are 
present, can be cleaned with a special preparation devised by 
the division and thus made suitable for all sorts of commodi- 
ties,” the association said in a statement issued April 12. 

“This will result not only in a reduction of claims made 
by shippers because of loss and damage to freight shipments 
due to cars contaminated from previous loadings, but will also 
increase the available supply of transportation facilities by the 
more speedy return of freight cars to serviceable condition.” 

“Box cars and refrigerator cars,” said a report made public 
by the committee on freight handling service of the transporta- 
tion division, “the interiors of which are contaminated by oils, 
grease or other liquids or in which offensive odors are present, 
are frequently loaded with flour and cereals, sugar, rice, butter, 
eggs, dressed poultry, cheese and other food products, resulting 
in large damage claims being paid by the carriers. It is also 
often necessary to haul cars empty, long distances, to supply 
the demand for such loading when there may be found many 
cars in the vicinity that are suitable except that their interiors 
have become contaminated from previous loadings. It has beet 
demonstrated by tests that, with the aid of certain cleansing 
properties, the majority of such cars can be made safe for the 
carriage of the commodities above mentioned.” 
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The Canadian Pacific Railway 
through its Bureau of Canadian Information, will 
furnish you with the latest reliable information on 
every phase of industrial and agricultural develop- 
ment in Canada. In our Reference Library at Mon- 
treal is complete data on natural resources, climate, 
labor, transportation, business openings, etc. Addi- 
tional data is constantly being added. 


DEVELOPMENT BRANCH 


If you are interested in the mining wealth and in- 

‘dustry of Canada or in the development or supply 
of industrial raw materials available from resources 
along the Canadian Pacific Railway, you are invited 
to consult this Branch. An expert staff is maintained 
to investigate information relative to these resources 
and examine deposits in the field. Practical infor- 
mation is available as to special opportunities for develop- 
ment, use of by-products and markets, industrial crops, 
prospecting and mining. 


“Ask the Canadian Pacific about Canade” is not a mere 
advertising slogan. It is an intimation of service—with- 
out charge or obligation—that the information ts available 
and will be promptly forthcoming to those who desire it. 


Canadian Pacific Railway Co. 


Department Colonization and Development 


J. S. DENNIS 
Chief Commissioner 


Windsor Station 
Montreal, Can. 












Chicago & North Western passenger service reaches 
2000 growing cities, towns and villages in the nine 
middle western states, putting them in direct touch 
with Chicago, St. Paul, Minneapolis, Omaha, Sioux 
City, Milwaukee and other important commercial 
centers. 


Modern all-steel equipment, the most scientific appliances and 
safeguards are used for the expeditious movement of trains 
and the safety of passengers. 
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Toyo 


15 days | Fastest Service by Sea 


Passenger and Freight 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 


Proposed Sailing Dates 


Eastbound from 


Westbound from New York San Francisco—Los Angeles 


S.S.Manchuria Apr. 21 S.S. Finland, Apr. 30 May 2 


S, S. California, 
—— Bee all S.S.Mongolia May 5 S.S.Manchuria May 14 May 16 
"Ton Gar. S.S. Montauk May 14 S.S. Mongolia May 28 May 30 


PANAMA Pacific LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

(W. 28rd St.) Tel. Chelsea 6760 Tel. Bowling Green 83800 

Chicago, 327 So. La Salle St. Boston, 84 State Street 

Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 60 California St. Los Angeles, Central Bldg. 





TERN FA S T Freight and 


Passenger Service 


West and 


= Northwest 


Chicago & North Western freightservice offersevery 
facility in modern railway operation toward the 
expeditious handlingof carload andlessthancarload 
shipments. Time Freight Trains and Thru Merchan- 
dise Cars scheduled between its various terminal 
points afford excellent service to stations on its own 
lines and connections. Practically all points in the 
west and northwest are placed in direct touch with 
each other by this splendid service. 


For travel information, reservations and tickets and full information regarding freight shipments, apply to 


H. W. BEYERS, Freight Traffic Manager 
226 W. Jackson Street, Chicago 


C. A. Cairns, Passenger Traffic Manager 
226 W. Jackson Street, Chicago 
1279 


CHICAGO & NORTH WESTERNRY. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 2 totaled 
992,745 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 64,442 cars 
above the corresponding week last year and an increase of 
69,345 cars over the corresponding week in 1925. Compared 
with the preceding week this year, however, the total was a 
decrease of 16,143 cars. While loading of miscellaneous freight 
showed an increase of nearly 14,000 cars over the preceding 
week this year, there was a decrease of 31,814 in the number of 
cars loaded with coal. This decrease in coal loadings was due 
to a number of factors which included, beginning on April 1, 
the strike of bituminous miners in certain union fields together 
with the fact that that day was also a holiday among the 
mine workers. 

Revenue freight loading by districts the week ended April 2, 
and for the corresponding period of 1926, was reported as 
follows: 


Eastern district: Grain and grain products, 7,887 and 9,100; 
live stock, 2,470 and 2,257; coal, 40,690 and 39,841; coke, 2,853 and 
3,363; forest products, 4,663 and 5,708; ore, 1,576 and 1,055; mer- 
chandise, L. C. . 77,160 and 74,226; miscellaneous, 98,412 and 
92,552; total, 1927, 235,891; 1926, 228,102; 1925, 223,994. 

Allegheny district: Grain and grain products, 2,822 and 2,815; 
live stock, 2,095 and 1,824; coal, 46,877 and 37,937; coke, 6,138 and 
6,073; forest products, 2,691 and 3,190; ore, 3,274 and 4,057; mer- 
chandise, L. C. L., 55,422 and 55,142; miscellaneous, 89,526 and 
81,505; total, 1927, 208,845; 1926, 192,543; 1925, 191,947. 

Pocahontas district: Grain and grain products, 230 and 218; 
live stock, 52 and 52; coal, 38,439 and 31,133; coke, 567 and 503; 
forest products, 1,879 and 1,798; ore, 144 and 102; merchandise, 
L. C. L., 7,678 and 7,425; miscellaneous, 8,197 and 5,074; total, 1927, 
57,186; 1926, 46,305; 1925, 42,166. 

Southern district: Grain and grain products, 3,601 and 3,840; 
live stock, 1,951 and 1,571; coal, 24,776 and 23,580; coke, 795 and 
913; forest products, 22,537 and 20,580; ore, 1,197 and 1,454; mer- 
chandise, L. C. L., 42,076 and 41,770; miscellaneous, 66,205 and 
63,801; total, 1927, 163,138; 1926, 157,009; 1925, 157,569. 

Northwestern district: Grain and grain products, 9,069 and 
9,340; live stock, 7,700 and 5,904; coal, 4,983 and 5,624; coke, 1,244 
and 1,604; forest products, 20,024 and 22,198; ore, 1,042 and 931; 
merchandise, L. C. L., 34,341 and 31,913; miscellaneous, 38,267 and 
32,692; total, 1927, 116,670; 1926, 110,206; 1925, 114,333. 

Central Western district: Grain and grain products, 9,791 and 
8,298; live stock, 10,285 and 8,080; coal, 14,468 and 13,893; coke, 
357 and 275; forest products, 9,744 and 10,863; ore, 3,109 and 4,189; 
merchandise, L. C. L., 35,965 and 34,769; miscellaneous, 52,039 and 
45,035; total, 1927, 135,708; 1926, 125,402; 1925, 120,983. 

Southwestern district: Grain and grain products, 4,557 and 
4,021; live stock, 2,370 and 1,676; coal, 4,943 and 4,909; coke, 158 
and 221; forest products, 9,339 and 9,078; ore, 422 and 386; mer- 
chandise, L. C. L., 16,399 and 16,897; miscellaneous, 37,119 and 
31,548; total, 1927, 75,307; 1926, 68,736; 1925, 72,408. 

Total, all roads: Grain and grain products, 37,957 and 37,632; 
live stock, 26,873 and 21,364; coal, 175,176 and 156,917; coke, 12,112 
and 12,952; forest products, 70,877 and 73,415; ore, 10,944 and 12,174; 
merchandise, L. C. L., 269,041 and 262,142; miscellaneous, 389,765 
and 351,707; total, 1927, 992,745; 1926, 928,303; 1925, 923,400. 


Loading of revenue freight this year compared with the two 
previous years follows: 








1927 1926 1925 
Five weeks in January........+. 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Week ended April 2nd.......... 992,745 928,303 923,400 
————— —— $$ 
Rica ro acs a ansage cianase lose 13,357,820 12,911,288 12,705,809 





LIVE STOCK RATE STUDY 


“The live stock producer or shipper was the principal bene- 
ficiary of the increased prices of 1926, freight charges and other 
costs of distribution having remained practically stationary 
during the year,” the Bureau of Railway Economics said in a 
statement, continuing as follows: 

When stated in terms of the average dollar paid for iive stock, 
freight charges showed a reduction. The distribution of each dollar 


paid by purchasers of live stock, which includes cattle and calves, 
hogs, and sheep, follows: 


em 1924 1925 1926 
sc ial inten hi ca ora Sse doc 5.6 cents 4.5 cents 4.3 cents 
To other distribution costs........ 3.0 cents 2.5 cents 2.3 cents 
To the producer or shipper........ 91.4 cents 93.0 cents 93.4 cents 

WOE lente Saved sao vreeawewtenets 100.0 cents 100.0 cents 100.0 cents 


The portion of the live stock purchaser’s dollar paid for freight 
decreased from 5.6 cents in 1924 to 4.3 cents in 1926. That paid for 
other distribution costs, which include feed and bedding en route, 
stock yards expenses and commissions, decreased from 3 cents in 
1924 to 2.3 cents in 1926. The amount accruing to the producer or ship- 
per of live stock increased from 91.4 cents in 1924 to 93 cents in 1925 
and 93.4 cents in 1926. 

This is shown by a study just completed by the Bureau of Rail- 
way Economics into the sales of live stock in 1924, 1925 and 1926 
at ten of the largest live stock markets. 

That live stock raising in the United States is of great com- 
mercial importance to the American farmer is shown by the fact 
that about 21 per cent of the total gross income of the farmer comes 
from that source. This is only exceeded by the gross income derived 
from dairy and poultry products. 

Texas is the largest cattle raising state, averaging annually 
about 6,422,000 head or ten per cent of the total on farms in the 
United States. Iowa ranks next with an average of 4,344,000 head. 
ftowa heads the list as the largest hog raising state, averaging about 
10,363,000 head, or 17.5 per cent of the total on farms, followed by 
Nebraska with one-half as many. Texas is the largest sheep raising 
state, being followed closely by California, and the Wyoming, Mon- 
tana, Utah, Colorado, New Mexico and Oregon, in the order named. 

The average net proceeds to the seller of cattle and calves, in- 
creased materiallly during the period included in the study, advancing 
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from $45.21 per head in 1924 to $50.10 in 1925 and $54.16 in 1926, or 
an increase in the last year of nearly 20 per cent over 1924. During 
the three years, the average freight charge decreased slightly from 
5.8 cents per dollar in 1924 to 4.7 cents in 1926, while there also was 
a decrease in the distribution costs. 

“The increase in the price per hundred pounds paid by the pur- 
chaser,” according to the study, “with a slight decrease in freight 
and other distribution costs combined, resulted in a material increase 
in the net proceeds to the seller, namely, from $5.93 per hundred 
pounds in 1924 to $6.54 in 1925 and to $7 in 1926, an increase in 1926 
over 1924 of 18 per cent. 

“Of the total price paid by the purchaser, 5.8 cents per dollar 
were absorbed by freight charges in 1924, ———s to 5 cents in 
1925 and to 4.7 cents in 1926; 2.8 cents were absorbed by other costs 
of distribution in 1924, decreasing to 2.5 cents in 1925 and to 2.4 cents 
in 1926; while that part accruing to the sellers was 91.4 cents in 
1924, increasing to 92.5 cents in 1925 and to 92.9 cents in 1926. 

“The average net proceeds per head to the seller of hogs also 
increased considerably during that period, having been $15.05 in 
1924, $22.61 in 1925 and $26.85 in 1926, an increase in the last year 
of more than 78 per cent over 1924. The increase in price per hun- 
dred pounds paid by the purchaser, while freight charges remained 
stationary and other distribution costs practically so, resulted in a 
material increase in the net proceeds to the seller, namely, from $6.75 
per hundred pounds in 1924 to $10.46 in 1925 and to $11.61 in 1926, an 
increase in 1926 over 1924 of 72 per cent. 

“Of the total price paid by the purchaser, 5.1 cents out of each 
dollar were absorbed by freight charges in 1924, declining to 3.3 
cents in 1925 and to 3 cents in 1926; 3.2 cents were absorbed by 
other costs of distribution in 1924, decreasing to 2.3 cents in 1925 
and to 1.9 cents in 1926; while that part accruing to the seller in- 
oreneee from 91.7 cents in 1924 to 94.4 cents in 1925 and to 95.1 cents 
in 4 . 

“Figured on the hundred-pound basis, the average price paid by the 
purchaser of sheep increased from $12.42 per hundred pounds in 
1924 to $14.42 in 1925 and declined to $13.96 in 1926. The increase in 
1926 over 1924 was about 12 per cent. The average freight charge 
was 74 cents per hundred pounds in 1924, 75 cents in 1925 and 73 
cents in 1926; other costs of distribution increased from 37 cents in 
1924 to 38 cents in 1925 and to 41 cents in 1926, there being a slight 
increase over the entire period in the distribution and transporta- 
tion items combined. 

“Of the total price paid by the purchaser, 6 cents out of each 
dollar were absorbed by freight charges in 1924, decreasing to 5.2 
cents in 1925, then increasing to 5.3 cents in 1926; 3 cents were ab- 
sorbed by other costs of distribution in 1924, decreasing to 2.7 cents 
in 1925, then increasing to 2.9 cents in 1926; while that part accru- 
ing to the seller was 91 cents in 1924, 92.1 cents in 1925 and 91.8 
cents in 1926.” 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended April 2 was esti- 
mated by the Bureau of Mines of the Department of Commerce 
at 11,097,000 net tons, as against 13,373,000 tons the preceding 
week, a decrease of 2,276,000 tons or 17 per cent. 

The bureau said that, in part, the decrease was caused 
by the suspension of mining operations in certain organized 
fields at midnight, March 31, but that since April 1 was a union 
holiday, it was uncertain how much of the decrease was due 
to the suspension and how much to the holiday. 

Preliminary telegraphic reports from the principal coal 
carrying railroads, supplied by the American Railway Associa- 
tion, showed that, on April 4, loading of bituminous coal was 
24,774 cars, and on April 5, 23,423 cars. On the corresponding 
days in preceding weeks, the loading was from 38,000 to 42,000 
cars, in round numbers. 

Anthracite production the week ended April 2 declined to 
1,127,000 net tons. 

Tidewater bituminous coal shipments the week ended April 
2 were reported as follows: From Hampton Roads, 432,346 net 
tons, of which 237,338 tons were for New England delivery; 
from Charleston, S. C., 1,921 tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended March 12 were re- 
ported as follows: Bituminous, 4,284; anthracite, 1,902. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended April 9 totaled 16,433 cars, as compared with 15,347 
cars (revised) the preceding week, and 11,617 cars in the cor- 
responding period of 1926, according to the Bureau of Agricul- 
tural Economics of the Departmeent of Agriculture. Shipments 
were reported as follows: 

Apples, 886 cars: asparagus, 270 cars; cauliflower, 151 cars; 
celery, 527 cars; cabbage, 1,037 cars; cucumbers, 275 cars; eg8- 
plant, 3 cars; imports, 25 cars; grapefruit, 626 cars; imports, 14 
cars; green peas, 129 cars; imports, 1 car; lemons, 280 cars; lettuce, 
1,262 cars; mixed citrus fruit, 211 cars; mixed vegetables, 1,035 
cars; imports, 9 cars; onions, 713 cars; oranges, 1,955 cars; imports, 
50 cars; pears, 11 cars; peppers, 106 cars; imports, 43 cars; spinach, 
397 cars; strawberries, 419 cars; string beans, 280 cars; sweet 
potatoes, 357 cars; tomatoes, 690 cars; imports, 347 cars; potatoes, 
4,169 cars; imports, 197 cars. 


VESSEL DECLARED LOST 

The Shipping Board has declared a total joss the vessel 
Elkton of the American Pioneer Line. When last heard of, the 
vessel was midway between the Philippine Islands and the 
Island of Guam, February 16. The vessel is believed to have 
been lost in a typhoon. The provincial governor at Samar, 
Philippine Islands, reported that one life preserver of the Elkton 
had been found on the coast and another report was to the 
effect that other life preservers and some oars were found on 
the Island of Homonhon. The vessel was bound for Honolulu 
with a cargo of 7,500 tons of sugar. It was commanded by 
Captain E. C. Schnellhardt, of Seattle, and the crew consisted 
of 37 officers and men. 
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A PROVEN LOCATION — EFFICIENT AND 
CHICAGO’S BIG DOWNTOWN WAREHOUSE 


“At the Edge of the Loop’”’ 
CLEAN, AIRY, WELL-LIGHTED FLOORS 


Stocks carried for local and out-of-town concerns 


Pool cars distributed 
Rail shipments anywhere without cartage expense 
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Warehouse Space and Offices to 


INSURANCE 17.7c PER $100 PER YEAR 
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RELIABLE 


Lease 


NEGOTIABLE RECEIPTS 


WESTERN WAREHOUSING COMPANY 


MERCHANDISE WAREHOUSES—POLK STREET TERMINAL, PENNSYLVANIA RAILROAD 


321 W. Polk St., Chicago 


TELEPHONE STATE 3878 


ADAMS 
) Transfer & Storage Company 


) 228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates Modern Warehouses 


M Prompt and Efficient Service 
\ CHAMBER OF COMMERCE OF THE U. 
MEMBERS | a te ar aaa OF KANSAS CITY 
ll | TRAFFIC CLUB OF KANSAS CITY, MISSOURI 
f Represented by American Chain of Warehouses 
260 West Broadway, New _ City 203 S. Dearborn St., Chicago, Ii. 
1 Ph ker 71 Phone Harrison 3300 
Write Us ri Information and Rates 


\ RESPONSIBLE RELIABLE REASONABLE 


E. H. HAGEL, Superintendent 





FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all Parts 
of Greater Kansas City 
Consolidated Car Service With Free Store Door Delivery 


_ Most Complete and Up-to-Date System of 
Stock Records and Reports 


) \ 
Merchandise Distribution y 
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Questions and Answers 


In this department wll be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist + 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


2 
—_—_—_—_—_———————————————————— 


Bills of Lading—Surrender of Order Notify 
Georgia.—Question: About February 1 we shipped from 
this state a carload of beans to a wholesale grocery company 
in Mississippi, under the usual order notify bill of lading. 
We forwarded the draft and lading to consignee’s bank 


at destination for collection immediately; it reaching them in 
due course. 


The car of beans arrived and was delivered February 12. 
As no remittance was received from the bank for our draft we 
investigated as to how delivery was perfected and the agent at 
destination advises ys that delivery was made under bond exe- 


cuted by consignee to them for delivery of order shipments with- 
out bill of lading. 


It has now been over three weeks since they have taken 
the beans and we are still without the money for same. 


What we feel that we are entitled to and what we want 
to do is to collect the interest we are paying in carrying these 
goods, and we want your suggestion as to how to properly 
proceed to get this. 


Of course, we could recall the draft and draw (we presume) 
on the agent with the original bill of lading attached for the 
full amount of principal and interest, but in this case we feel 
sure the result will be as in others we have had the same 
experience with, viz.: as soon as the bank receives our instruc- 
tions to return the drafts they notify their customers and drafts 
are paid and remitted, thus throwing the financing on us as 
long as possible. 


It might be suggested that as soon as we receive notice that 
cars are delivered that we then request the draft to be returned 
if not paid immediately, but even this would allow a lapse of 
several days, in most cases, as it is frequently three or four days 
before we can get notice or advice of delivery from the agent, 
besides the extra trouble and expense. 


Answer: In rule 7 of Consolidated Classification No. 4, 
it is provided: 


The surrender of carrier’s original bill of lading properly en- 
dorsed is required before delivery of the property, but if such bill 
of lading be lost or delayed, the following will govern: The property 
may be delivered in advance of the surrender of the bill of lading 
upon receipt by the carrier’s agent of a certified check for an amount 
equal to one hundred and twenty-five per cent of the invoice or 
value of the property, or, at the carrier’s option, upon the receipt 
of a bond, acceptable to the carrier, in an amount of twice the 
amount of the invoice or value of the property, or a blanket bond 
may be accepted when satisfactory to the carrier as to surety, 
amount and ‘form, 


Sections 9, 10 and 14 of the Bill of Lading Act provide 
as follows: ° 


Section 9—That a carrier is justified, subject to the provisions 
of the three following sections, in delivering goods to one who is 
(a) A person lawfully entitled to the possession of the goods, or 

(b) The consignee named in a straight bill for the goods, or 

(c) A person in possession of an order bill for the goods, by the 
terms of which the goods are deliverable to his order; or which 
has been indorsed to him, or in blank by the consignee, or by the 
mediate or intermediate indorsee of the consignee. 

Section 10—That where a carrier delivers goods to one who is 
not lawfully entitled to the possession of them, the carrier shall be 
liable to anyone having a right of property or possession in the 
goods if he delivered the goods otherwise than as authorized by 
subdivisions (b) and (c) of the preceding section: * * *, 

Section 14—That where an order bill has been lost, stolen, or 
destroyed a court of competent jurisdiction may order the delivery 
of the goods upon satisfactory proof of such loss, theft, or destruction 
and upon the giving of a bond, with sufficient surety, to be approved 
by the court, to protect the carrier or any person injured by such 
delivery from any liability or loss incurred by reason of the original 
bill remaining outstanding. The court may also in its discretion 
order the payment of the carrier’s reasonable costs and counsel fees: 
Provided, a voluntary indemnifying bond without order of court shall 
be binding on the parties thereto. 

The delivery of the goods under an order of the court, as pro- 
vided in this section, shall not relieve the carrier from liability to 
a person to whom the order bill has been or shall be negotiated for 
a without notice of the proceedings or of the delivery of the 
goods. 


The fact that the carrier requires a bond of indemnity 
to be given by the notify party, in accordance with the provi- 
sions of Rule 7 of the Classification above quoted, does not 
relieve the carrier from liability to the consignor for delivery 
of the goods without requiring the surrender of the bill of lading. 
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Ordinarily, interest is allowed on the amount of a judgment 
against the carrier for the conversion of goods (a delivery of 
goods by a carrier without requiring the surrender of an order 
notify bill of lading constituting a conversion), therefore, your 
remedy seems to be to bring suit against the carrier for con- 
version in the event the carrier in the voluntary settlement 
of your claim out of the proceeds of the indemnity bond does 
not include interest on the value of the goods. 

Routing and Misrouting—Right of Shipper to Route 

Michigan.—Question: A bill of lading covering a carload of 
our commodity is submitted to the carrier showing the through 
route and the rate applicable over the same. The rate is shown 
as made up of a rate to a basing point or river crossing, plus 
the balance beyond. The basing point or river crossing may or 
may not be shown in the routing. 

Has the carrier the right before signing the bill of lading 
and without notice to the shipper to scratch off that portion 
of the rate beyond the basing point because he has no tariffs 
from which to check the rate? If he does scratch off this 
portion of the rate, does this relieve his line of the liability 
under Conference Ruling 214? 

Has he the right to refuse to sign the bill of lading after 
the car is loaded and ready for shipment, and thus place the 
burden of proof on the shipper that the rate and route as shown 
are in complete agreement? 

What redress has the shipper if the carrier refuses to sign 
the bill of lading until he can check the entire rate, thus delaying 
the movement of the shipment avoidably? 


Answer: In Weyl-Zuckerman & Co. vs. C. M. Ry. Co., 27 
I. C. C. 493, 495, the Commission held that Section 15 of the Act 
insures to shippers the right to route their shipments; that no 
exceptions or regulations affecting this provision of the statute 
have been promulgated by the Commission and that no stipula- 
tion in the bill of lading can operate to exempt the carrier 
from the duty imposed by law. 

In showing in the bill of lading the names of the carriers 
with or without junctions over which he desires the shipments 
to move, together with the rate, the shipper is exercising the 
right which Section 15 of the Act gives him, namely, the right 
to route his shipments. 


The rate which he inserts in the bill of lading may be that 
applicable over the route shown therein, or it may be the 
applicable rate from the point of origin to the point of destina- 
tion shown in the bill of lading, but not by the route shown 
therein, or the shipper may have shown a rate in the bill of 
lading which is not applicable via any route. If the rate shown 
by the shipper in the bill of lading is not applicable via the route 
shown therein by him, under the provisions of Conference Ruling 
474C, it is the duty of the carrier’s agent to ascertain whether 
the shipper desires to forward his shipment via the route 
specified or via a route over which the rate shown is applicable. 
If the rate shown in the bill of lading is not applicable via 
any route but there is a route, other than that shown in the 
bill of lading, via which a lower rate is applicable than via the 
route shown in the bill of lading, under the findings of the Com- 
mission in Union Sawmill Co. vs. St. L. I. M. & S. Ry. Co., 40 
I. C. C. 661, it is the duty of the carrier’s agent to advise the 
shipper of this fact so as to enable the shipper to make an 
election as to the route over which he will forward his shipment. 
Failing to do this the carrier is liable for misroute. 


The act of the carrier’s agent in scratching from the bill 
of lading the rate or one of the factors of the through rate will 
not relieve the carrier of liability for its failure to perform its 
duty in accordance with the holdings of the Commission in 
Conference Ruling 474-C and its opinion in the Union Sawmill 
case above referred to. The only act of the carrier’s agent which 
will relieve the carrier from liability for misroute is the obtain- 
ing of definite routing instructions from the shipper. There is 
an imperative duty imposed upon the carrier’s agent by the 
Commission in its Conference Ruling and the decision above 
referred to, in the event that there is a conflict between the rate 
and the route shown in the bill of lading by the shipper, to 
obtain an election from the shipper as to the route over which 
he desires the shipment to move. 

From what has been said above, it seems clear that where 
a rate and route are inserted in the bill of lading by the shipper, 
the burden is placed upon the carrier’s agent of determining 
whether the rate and the route are in accord and of notifying 
the shipper and obtaining definite routing instructions in the 
event that there is a conflict between the rate and the route 
shown by the shipper. ; 

Inasmuch as this burden is placed upon a carrier’s agent 
he is entitled to a reasonable time in which to determine whether 
or not the rate shown is applicable via the route specified, and, 
no doubt, if the forwarding of the shipment is delayed beyond 
a reasonable time the carrier could be held liable for the conse 
quences of an unreasonable delay to the shipment. 

Liability of Carrier for Failure to Perform Service Covered by 
Bill of Lading But Not Tariff Provision 

Pennsylvania.—Question: Referring to your answer to 

“Alabama,” on page 818 of the Traffic World on March 26, desire 
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for you to draw upon 


NDUSTRIES in the Nor- 
folk-Portsmouth area 
have the advantage of the la- 
bor market of a large metro- 
politan center, and in addition 
a reservoir of high class rural 
labor in Virginia and the 
Carolinas to draw upon. 


The quality of this labor is 
exceptionally high. Only 4.8 
per cent is foreign born, less 
than one-sixth the rate of nor- 
thern cities. Norfolk’s mild 
climate. means a high health 
rate —all year operation of 
outdoor industries. 


Norfolk’s highly favorable 
geographical location makes 
possible substantial economies 
in the distribution of finished 
products. By land eight great 


railways link Norfolk with 
the great consuming markets. 
By sea, from a harbor free all 
year from ice, frequent sail- 
ings to both coasts — Europe 
and South America. 


Norfolk’s abundant acre- 
age provides excellent plant 
sites at moderate cost. Our 
Industrial Commission will 
be glad to assist you by pre- 
paring an economic and en- 
gineering analysis of the Nor- 
folk-Portsmouth industrial 
area as related to your specific 
enterprises. All inquiries held 
in confidence. Address Nor- 
folk-Portsmouth Industrial 
Commission, Dept. U4, 
Chamber of Commerce, Nor- 
folk, Va. 


DIRECT 

ROUTES 

TO EUROPE 

AND SOUTH 
\ AMERICA 





Quick short hauls to half the popu- 
lation of the United States. By sea 
—express coastwise service at 
freight rates to the Atlantic Coast 
cities. Direct sailings to Europe 
and South America. 


NORFOLK-PORTSMOUTH 


Chamber of Commerce 
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to call your attention to the fact that the issuing steamship lines 
shown in Sedgman’s I. C. C. 176 obligate themselves to insure 
shipments against marine risk when so requested by shippers, 
and the request can be in the form of notation on bill of lading. 

The tariff in question is, as you know, issued on the non-con- 
curring plan and the initial rail carriers in Seaboard territory 
are, of course, under no obligations to insure shipments,* but 
speaking for the Southern Steamship Company, I will say that 
if the original bill of lading, whether issued by a rail carrier 
or by the steamship company, carried a notation: “Insure for 
$5,000.00,” and if through error on the part of the rail carrier 
this notation was not reproduced on their transfer to the steam- 
ship company the owner would be protected against marine risk 
even though the fact that the shipment was to be insured, 
was not called to the attention of the steamship company until 
after the shipment had been lost or damaged as the result 
of marine peril. 

Your answer is misleading with respect to a shipment cov- 
ered by a bill of lading issued by the initial steamship line, 
because the steamship line does undertake to insure shipments 
when so requested, and makes a charge therefor as provided 
in Item 775. 

Answer: In our answer to which you refer we set forth our 
interpretation of Item 775 of Agent Sedgman’s I. C. C. 176. 
Your interpretation set forth will necessarily govern with respect 
to shipments moving via the Southern Steamship Company. 

We would suggest a change in the wording of the item so 
as to make its meaning definite and certain in line with your 
interpretation thereof. 


Tariff Interpretation 


Washington.—Question: Kindly let me have your opinion 
on the following: The Transcontinental Tariff 4-X, Item 3295, 
provides a minimum of 50,000 on stove pipe and various other 
articles that can be included in the same car, but their weight 
is not to be used in arriving at the minimum. My problem is 
if we should have eight or ten thousand pounds of elbows left 
over after loading first car to capacity and minimum, could we 
make a part lot of the balance and secure carload rating? 

Answer: It is our opinion that the “Follow Lot Rule” may 
be applied in connection with Item 3295 of Transcontinental 
Tariff 4-X, there being no exception therein to the contrary. 

The effect of Note 2, which provides that the rate on elbows, 
tees and thimbles is not to be included in arriving at the min- 
imum carload weight is merely to increase the weight of the 
shipment upon which charges are to be assessed to 50,000 pounds 
plus the weight of the elbows, tees and thimbles included in the 
shipment, and the note does not, in our opinion, have the effect 
of making an L. C. L. shipment of the elbows, tees or thimbles 
included with the stove pipe iron. 


Damages—Measure of Where Part of Released Value Shipment 
Is Lost or Damaged 


Massachusetts.—Question: Will you kindly let us have your 
opinion as to the amount of liability on the part of the trans- 
portation company in a claim for damage in a shipment which 
was accepted by the transportation company under a standard 
bill of lading form. 

The value was declared by the shipper as not to exceed 
10 cents per pound. The shipment consisted of 70 packages of 
second-hand household goods weighing 3,300 pounds—one pack- 
age containing three tables, weight 325 pounds, and in this 
package one table weighing 40 pounds, was damaged. 

The cost of making repairs to this damaged table was $25. 
Can claimants recover for the total cost of the repairs or is the 
liability determined by the weight of the table and a release 
value of 10 cents per pound? 

Can you also refer me to any legal decision on this point? 

Answer: While we locate no decision of the courts other 
than the decision in Western Transit Co. vs. Leslie & Co., 242 
S. W. 448, which covered a movement by a steamship line, 
inasmuch as you state that the shipment moved under a standard 
bill of lading form, it is our opinion that your liability would 
be governed in accordance with the decisions cited in our 
answer to “Kentucky,” page 432 of the February 12, 1927, Traffic 
World, under the above caption. 


Limitations—Overcharges 


California.—Question: Kindly give us the benefit of your 
opinion in connection with statute of limitations on shipment 
which moved from Ashtabula, Ohio, to Pomona, California, de- 
livered September 1, 1920. 

Claim filed with carrier for overcharge on date shipment 
was delivered, i. e., September 1, 1920. Carriers investigated 
claim until Nov. 12, 1924, and at that time requested payment 
of balance due bill. However, it was pointed out to them that 
their balance due bill was in error and on July 24, 1925, they 
issued refund notice asking for original freight bill, stating that 
they would make payment of overcharge on presentation of 
that document. When the paid freight bill was presented for 
payment of the overcharge, the carrier declined to make settle 
ment, stating that the claim was barred for consideration, quot- 
ing decision of the Supreme Court in the Wolfe case and the 
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late Conference Ruling of the Commission dealing with the 
Danzer case in connection with the decision in the Wolfe case. 

It is admitted by us that the legal liability and the remedy 
have been destroyed by these various decisions; however, we 
can see nothing in the Wolfe case or the Conference Ruling 
referred to above which would prohibit carriers from voluntarily 
making payment of overcharge claim, provided it was filed 
within the statutory period. 

It appears to us that by filing claim within the prescribed 
period of time the claimant has put the carrier on notice and 
has put the matter up to them for settlement, in which case 
under the law as construed by the Commission, the carrier may 
determine without any action on the part of the Commission 
whether or not the claim is in order, and the mere fact that 
the payment of claim may not take place until after the statu- 
tory period is run does not, we believe, make it unlawful for 
carrier to pay the claim. In a nut shell, it appears that from 
what we have seen of the law, there is a limit for the filing of 
claims but no limit prescribed for the paying of claims. Your 
opinion in this matter, based on present day understanding, 
will be appreciated. 

Answer: The shipment to which you refer was delivered 
approximately four years prior to the amendment of June 7, 
1924, to Paragraph 3 of Section 16 of the Act which, in subdivi- 
sion (c), stated that if claim for an overcharge has been pre- 
sented in writing to the carrier within the three-year period of 
limitation, said period shall be extended to include six months 
from the time notice in writing is given by the carrier to the 
claimant of disallowance of the claim or any part or parts 
thereof specified in the notice. 

Prior to the amendment of June 7, 1924, above referred to, 
the limitation period covering a claim for overcharge was two 
years, and under the construction placed by the Interstate Com- 
merce Commission upon the Danzer case considered in connec- 
tion with the decision in the Wolf case, in its Conference Ruling 
of July 28, 1925, your claim, having been barred by the statute 
in September, 1922, the carriers are prohibited from paying your 
claim and likewise the Commission is prohibited from awarding 
reparation with respect thereto. 

As the Commission construes the two decisions above re- 
ferred to, there is a limit of time within which a carrier may 
pay a claim for overcharge. 
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No. 18154. Sub. No. 1. S. Bender Iron & Supply Co., Shreveport, 
La., vs. B. & O. et al. : 
Charges in violation of first four sections of the act, on pipe 
from St. Louis, Mo., Memphis, Tenn., Steubenville, O., Wheeling, 
W. Va., Economy and Pittsburgh, Pa., to stations in Arkansas 
and Louisiana, as compared with rates to Houston and Galveston, 
Tex., Memphis, Tenn., Vicksburg and Natchez, Miss., Baton 
Rouge and New Orleans, La. Asks rates for future and repara- 
tion. 


No. 18938. Sub. No. 2. 
Santa Fe et al. . 
Unreasonable rates on cheese from Fond du Lac, Wis., to 
Kansas City, Kans., South Omaha, Neb., Sioux City, Ia., and 
Wichita, Kans. Asks rates for future and reparation. 


No. 19224. Sub. No. 1. Globe Grain and Milling Co., Los Angeles, 
Caif., va. C. KR. E. & G. etal. 

Rates and charges in violation of sections 1 and 6 of the act, 
on wheat from Oklahoma points, stored in transit at Fort Worth, 
Tex., to Sacramento, Calif. Asks that carriers be ordered to desist 
from collecting or attempting to collect any charges in excess 
of 68 cents per 100 pounds; that they be required to establish 
transit rules on grain, including wheat, at Fort Worth that will 
permit application of 68-cent rate from all points in Oklahoma 
on lines of defendants when stored at Fort Worth and _ other 
Texas points and shipped to final destination points in California, 
including Sacramento, San Francisco and Los Angeles over lines 
of defendants. 


No. 19253. Sub. No. 1. The Minot (N. D.) Association of Commerce 
et al. vs. Big Fork & International Falls et al. ; 
Unreasonable rates on newsprint paper from points in Minne- 
sota and Wisconsin to Minot, Mandan and Jamestown, N. D. Asks 
rates for future. 


No. 19310. Sub. No. 1. W. D. Hall, Atlanta, Ga., vs. Seaboard Air 
Line et al. : 

Inapplicable and unreasonable rates on cottonseed shavings from 
Bishopville, S. C., to Palmertown, Conn. Asks reparation. 

No. 19412. Victor Manufacturing and Gasket Co. et al., Chicago, Ill. 
vs. Aberdeen & Rockfish et al. 

Rates in violation of sections 1, 2 and 3 of the act, on copper 
and asbestos gaskets and washers to all points within the terri- 
torial limits of the United States and adjacent foreign countries 
reached by lines or defendants, from Chicago, Ill., and Wyandotte, 
Mich. Asks for rate of fourth class for L. C. L. and fifth class 
for carload, minimum weight 36,000 pounds, in each of the several 
classification territories, and reparation of $100,000. 

No. 19429. Clarkson Glue Co., Chicago, Ill, vs. C. B. & Q. et al. | 

Unlawful charges on glue stock from St. Joseph, Mo., to Buf- 
falo, N. Y. Asks reparation. 

No. 19430. Alex Getz, Chicago, Ill., vs. Tennessee Central et al. 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 ol 
the act, on live poultry from Carthage Junction, Tenn., to New 
York, N. Y. Asks reparation. 

No. 19431. Grovier Starr Produce Co., Hutchinson, Kans., vs. C. R. 
I. & P. et al. 
Rates in violation of first three sections of the act, on potatoes 


The Cudahy Packing Co., Chicago, IIl., vs. 
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from Sidney and billed from Steamboat Springs, Colo., to Dodge 
City, Kans. Asks reparation. 

No. be Donald B. Macneal, Chicago, Ill., vs. C. St. P. M. & O. 
et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on drag line machines from Black River Falls, Wis., to Pullman, 
Ill. Asks rates for future and reparation. 

No. 19433. Schlage Lock Co., San Francisco, Calif, vs. A. C. L.,et al. 

Charges in violation of the first three sections of the act, on 
builders’ locks from San Francisco to points in eastern trans- 
continental territory. Asks reparation. 

No. 19434. C. W. Peck, Reading, Mich., vs. Boston & Maine et al. 

Unreasonable charges on granite, also in violation of section 6, 
from Beebe Jct., Que., South Ryegate, Vt., and Barre, Vt., to 
Coldwater and Reading, Mich. Asks reparation. 

No. 19435. James Stanton Construction Co., Leavenworth, Kans., vs. 
Santa Fe et al. 

Charges in violation of section 1 and 6 of the act, on industrial 
railway track from Freeman Park, Mo., and Stone, Kans., to Ely, 
Mo., and from Ely to Leavenworth, Kans., via interstate routes. 
Asks application of lawful rates and reparation. 

No. 19436. South Chester Tube Co., Chester, Pa., vs. Central of 
New Jersey et al. 

Unreasonable rates on wrought iron or steel pipe from Chester, 
Pa., to Texon, Tex. Asks reparation. 

No. 19437. Decatur Cotton Compress Co., Decatur, Ala., vs. L. & N. 

Alleges violation of sections 1, 2, 3, 6, 8 and 10 of the act and 
of the Elkins act in connection with demurrage on shipments of 
flat cotton in bales from points in Alabama and Tennessee to 
Decatur, Ala., and subsequently shipped to various textile mills. 
Asks cease and desist order and cancellation of bill for $10,759 
claimed from complainant. 

No. 19438. The F. Bissel Co., Toledo, O., vs. Pennsylvania. 

Unreasonable charges on telephone pins from Hagerstown, Md., 
to Toledo, O., in violation of first three sections of the act. Asks 
reparation. 

No. ow khan Shehoygan Beverage Co., Sheboygan, Wis., vs. C. & 

: - o€ ai. 

Rates in violation of sections 1 and 6 of the act, on empty 
beverage bottles from Tulsa, Okla., to Sheboygan, Wis. Asks 
reparation. 

No. 19440. Depreciation charges of sleeping car companies. 

This is a proceeding instituted by the Commission under 
paragraph 5 of section 20 of the interstate commerce act. 

No. on Pepin Pickling Co., Winona, Minn., vs. C. St. P. M. & O. 
et al. 

Charges in violation of sections 1 and 6 of the act, an pickles 
from Beldenville, Wis., to Winona, Minn. Asks reparation. 


LUMBER SHIPMENTS 


The following table, issued by the National Lumber Manu- 
facturers’ Association, compares the lumber movement, as re- 
flected by the reporting mills of seven softwoood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 





Week Corre- Preceding 

Ended sponding Week, 1927 

April 2 Week, 1926 (Revised) 
PREIS =BOtt WOE .n vcccicivcccccerces 298 349 318 
Hardwood ...... 124 123 143 
Production—Softwood . 177,062 236,652 181,894 
Hardwood . 17,050 20,695 0,279 
Shipments—Softwood .............. 194,811 237,146 198,059 
Hardwood 18,153 18,643 22,949 
Orders New Business—Softwood... 190,939 240,329 200,857 
Hardwood.. 18,283 15,650 25,577 


*Fewer West Coast mills are reporting this year; to make allow- 
ance for this add 22,000,000 to production, 24,000,000 to shipments and 
25,000,000 to orders in comparing softwood with last year. 


The following revised figures compare the lumber movement 
of the same regional associations for the first thirteen weeks of 
1927 with the same period of 1926; 000’s omitted: 


Production Shipments Orders 
er rrr 2,394,978 2,444,578 2,603,095 
Ot 74,495 370,473 384,927 
eae 2,815,169 2,939,990 3,030,520 
PRION = 5b bcecccuesedacd 333,075 324,144 332,275 


There was no noteworthy change in the softwood lumber 
industry of the country last week, when compared with reports 


| 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 18—Dallas, Tex.—Examiner Money: 
19264—Union Sanitary Works vs. A. & S. Ry. et al. 


April 18—Washington, D. C.—Examiner Sullivan and Devoe: 
Finance No. 6045—Application of Southern Pacific Co. for authority 
to acquire the railroads of the Oregon & California R. R. Co., and 
Marion & Linn County R. R., and to issue securities. 


April 18—Washington, D. C.—Examiner Molster: 

Finance No. 5956—Application of Smoky Mountain Railroad for au- 
Samy to acquire a line of railroad in Knox and Sevier counties, 
enn. 

Finance No. 5957—Application of Tennessee & North Carolina Ry. 
~~ ety to acquire control, by lease, of the Smoky Moun- 
ain R. R. 

Finance No, 5958—Application of Smoky Mountain R. R. for au- 
thority to issue capital stock. 

April 18—Argument at Washington, D. C.: 

16707—Eastern Shore of Virginia Produce Exchange vs. Penna. R. R. 

17613—Harlan Elzey Randall Co. et al. vs. A. T. & S. F. Ry. et al. 

17868—C. Elias & Brother vs. Penna. R. R, et al. 

18331—St. Louis Cooperage Co. et al. vs. C. B. & Q. R. R. et al. 
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for the week earlier, according to telegraphic reports received 
by the National Lumber Manufacturers’ Association from 318 of 
the larger commercial softwood lumber mills, April 14. In com. 
parison with the same period a year ago, however, there were 
decreases in production, shipments and new business, in line 
with the generally lower degree of activity this year. The 
hardwood operations, with twenty-six more mills reporting, 
showed notable increases in all three factors this week, when 
compared with reports for the preceding week. In comparison 
with the corresponding period last year, production and ship. 
ments were about the same, with a marked increase in new 
business. 

The following table compares the lumber movement, as re. 
flected by the reporting mills of seven softwood, and two hard. 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Past Week Corresponding 


Preceding Week 1927 
Week 1926 


(Revised) 


*Mills..... 

Production 191,629 20,399 239,959 21,484 177,454 17,050 
Shipments 201,976 21,418 247,496 21,896 195,875 18,153 
Orders 91,567 26,395 235,145 20,923 192,187 18,283 


(New Bus.) 

*Fewer West Coast mills are reporting this year; to make allow- 
ance for this add 25,000,000 to production, 27,000,000 to shipments and 
29,000,000 to new business in comparing softwood with last year. 


The following revised figures compare the lumber movement 
of the same regional associations for the first fourteen weeks of 
1927 with the same period of 1926; 000’s omitted: 


Production Shipments Orders 


Softwood Hardwood Softwood Hardwood Softwood Hardwood 
1927 2,590,295 412,748 2,648,636 410,172 2,797,543 429,990 
1926 3,055,527 359,240 3,177,914 347,883 3,266,302 357,394 


RAIL WAGE STATISTICS 


Class I railroads reported a total of 1,724,243 employes as 
of the middle of the month of January, a decrease of 49,621, 
or 2.8 per cent, as compared with returns for the preceding 
month, according to the monthly statement of the bureau of 
statistics of the Commission. The total compensation for Janv- 
ary was $244,565,629, a decrease of $8,373,862 or 3.3 per cent, 
as compared with the preceding month. Compared with the 
returns for the corresponding month last year, the number of 
employes showed an increase in January of three-tenths of one 
per cent. Owing principally to an increase of one per cent in 
the average straight-time hourly earnings the total compensation 
in January showed an increase of two per cent as compared with 
January, 1926, according to the statement. 


FAST RAILWAY SERVICE 


Editor The Traffic World: 

Referring to your correspondent’s letter under the heading 
“Fast Freight Movement” in your issue of February 26, with 
regard to record time made from Weehawken, N. J., to Chatta- 
nooga, Tenn., viz., 1,115 miles in 8814 hours, averaging 12.67 
m. p. h., we think the following is an even better achievement: 

Two carloads of bells and fittings left Greenville Piers, 
N. J., on the Pennsylvania Railway for Chicago at 8 p. m. on 
February 24 and arrived at destination February 27 at 6:20 a. m., 
a distance of 920 miles, in 5944 hours, averaging 15.5 m. p. h. 

Gillett & Johnston, 
(The Croyden Bell Foundry, Ltd.), 


March 29, 1927. Cyril F. Johnston, Director. 








o 


* Finance No. 5322—Application of L. & N. R. R. for authority to 
construct a line of railroad in Harlan County, Ky., and Lee 
county, Va., and to operate under trackage rights over the 
Interstate R. R. in Wise and Scott counties, Va. 

April 18—Washington, D. C.—Examiner Corbitt: PF 

Valuation No. 947—In re tentative valuation of the properties 0 
the Tennessee Central R. R. et al. 

April 18—Washington, D. C.—Examiner Faris: { 

Valuation No. In re tentative valuation of the properties 0 
the Chicago & North Western Ry. et al. t 

Valuation No. In re tentative valuation of the properties © 

eC. St. P. M. & O. Ry. t 

Valuation No. 758—In re tentative valuation of the properties ° 
the Sioux City Bridge Ry. t 

Valuation No. 763—In re tentative valuation of the properties ° 
the Wyoming & North Western Ry. 

Valuation No. In re tentative valuation of the properties of 
the Pierre, Rapid City & North Western Ry. 

Valuation No. 653—In re tentative valuation of the properties of 
the Pierre and Fort Pierre Bridge Ry. 

April 18—Washington, D. C.—Examiner Carter: 

il. s. Fullers’ earth from Georgia and Florida to destina- 
tions in the U. S. and Canada. 

April 19—Washington, D. C.—Examiner Davis: 

Finance No. 6205—Application of Denver & Rio Grande Western 


Apr 
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—_— Are you sure you are not paying unnecessary freight on 
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: . Spokane, Washington, with branch 
Weyerhaeuser Forest Products are distributed through the established trade channels by the Weyerhaeuser Sales Company, | hia; 285 Madison Ave., New 
destina- psa at 806 acai Bldg., best 208 So. La Salle St., Chicago; 2563 Franklin Ave., St. Paul; 1600 Arch St., Philadelphia; ve 


York; 812 Lexington Bldg., Baltimore; Portsmouth, Rhode Island; 2401 First National Bank Bldg., Pittsburgh; 1313 Second National 
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R. R. for authority to acquire control of the Goshen Valley R. R. 
by purchase of capital stock. 

* Finance No. 6232—Application of D. & R. G. W. R. R. for authority 
to acquire control, by lease, of the railroad of the Goshen Valley 
7 


April 19—Washington, D. C.—Examiner Carter: 
19394—-Elk Refining Co. vs. A. C. L. R. R. et al. . 


April 19—Argument at Washington, D. C.: 
18012—Cincinnati Coal Co. vs. C. & O. Ry. et al. 
18182—J. A. Folger & Co. vs. A. T. & S. F. Ry. et al. 
18620—Walsh Fire Clay Products Co. vs. C. & A. R. 

April 19—Washington, D. C.—Examiner Macomber: 
Valuation No. g3g—in re tentative valuation of the property of the 

Columbia, Newberry & Laurens R. R. 

April 19—Omaha, Neb.—Nebraska State Ry. Commission: 

Finance 6086—Application of South Omaha Terminal Ry. for au- 
thority to acquire the railroad properties of the Union Stock 
Yards Co. of Omaha (Limited). 

April 19—Columbus, O.—Commissioner 

Faul and Bardwell: 

17000—Part 6, iron and steel articles. 

19134—-The National Supply Co. et al. vs. N. Y. C. R. R. et al. 

ee on iron and steel articles, in carloads, within state of 
oO. 

ee Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 

t 


et al. 

18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 

18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19059—B. Nicoll & Co., Inc., vs. N. Y¥. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 

19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 


April 19—Columbus, O.—Commissioner Campbell and Examiners Faul 
and Bardwell: 
“ |. & S. 2713—Iron and steel articles from Brazil and Terre Haute, 
Ind., to Chicago. 
(Further hearing in connection with Docket 17000, Rate Structure 
Investigation, Part 6, Iron and Steel.) 


April 20—Argument at Washington, D. C.: 
* Finance No. 3548—Abandonment of Branch Lines by Detroit & 
Mackinac Ry. 
* Finance No. 5557—Abandonment of Branch Lines by Detroit & 
Mackinac Ry. 
* Finance No. 5558—Abandonment of Branch Lines by Detroit & 
Mackinac Ry. 
* Finance No. 5203—Application of Wyoming and Missouri River Ry. 
for authority to abandon its railroad. 
18073—International Paper Co. vs. A. & V. Ry. et al. 
18074—Brown Paper Mill Co., Inc., et al. vs. V. S. & P. Ry. et al. 


April 20—Dallas, Tex.—Examiner Money: 
19366 D om Sub. 1)—Magnolia Petroleum Co. vs. A. T. & S. F. Ry. 
et . 
April 20—Washington, D. C.—Examiner Potter: 
Valuation No. 942—In re tentative valuation of the property of the 
Northampton & Bath R. R. 
April 20—Washington, D. C.—Examiner Quimby: 
Valuation No. 943—In re tentative valuation of the Watertown & 
Sioux Falls Ry. 


April 21—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6228—Application of N. Y. N. H. & H. R. R. for 
authority to acquire control by lease of the Railroad of the Hart- 
ford and Connecticut Western R. R. 

April 21—Dallas, Tex.—Examiner Money: 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 
19266—Lone Star Gas Co. et al. vs. C. R. I. & P. Ry. et al. 


April 21—Columbus, O.—Public Utilities Commission of Ohio: 
Finance No, 5808—Application of Ohio River & Western Ry. for 
authority to abandon its railroad. 


April 21—Argument at Washington, D. C.: 
1. & S. 2831—Stone from Champaign, IIll., to certain points in C. 
F. A. territory. 
1. & S. 2811—Petroleum & Petroleum Products from Colorado orig- 
ins to Colorado & New Mexico destinations. « 
April 21—Washington, D. C.—Examiner Roberts: 
Valuation No. 948—in re tentative valuation of the property of the 
Morristown & Erie R. R. 


April 22—Washington, D. C.—Examiner Boles: 

* Finance No. 2443—In the Matter of Joint Application of N. Y. L. 
& W. Ry., and D. L. & W. R. R. for authority for the former 
to issue capital stock and first and refunding mortgage bonds, 
and for the latter to assume obligation and liability, as guar- 
antor, in respect thereof. 

* Finance No. 5055—In the Matter of Joint Application of Morris 
& Essex R. R. and D. L. & W. R. R. for authority to the former 
to issue construction mortgage gold bonds, and to the latter 
authority to guarantee said bonds. 

April 22—Argument at Washington, D. C.: 

1. & S. 2810—Transit privileges on lumber from North Pacific Coast 
East-bound, Transcontinental. 

17506 _— Sub. 1)—Humble Oil & Refining Co. vs. A. G. S. R. R. 
et al. 

April 23—Argument at Washington, D. C.: 

1. & S. 2850—Absorption of drayage charges on ore and concen- 
trates on the Southwest Missouri R. R. 

April 25—Washington, D. C.—Examiner Davis: 

* Finance No. 5656—Application of D. & H. Co. for authority to 
acquire control of the railroad of B. R. & P. Ry. by lease. 

* Finance No. 6147—Application of D. & H. Co. for authorit: 
erate over a line of the Penna. R. R. 
Buttonwood to Du Bois, Pa. 

April 25—Memphis, Tenn.—Examiner Walsh: 

* Fourth Section Application No. 12638 filed jointly by Birmingham 
& Northwestern and Gulf, Mobile & Northern R. R. 

April 25—Miami, Fla.—Examiner Johnson: 

19056—B. B. Browne Produce, Inc., et al., vs. F. E. C. Ry. 

April 25—Washington, D. C.—Examiner Law: 

Finance No. 3984—Excess Income of the West Virginia 
R. R. Co. 
April 25—Fort Worth, Tex.—Examiner Money: 
19210—Acme Brick Co. et al. vs. A. & S. Ry. et al. 
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April 25—Argument at Washington, D. C.: 
15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
15824—Grand Forks Commercial Club vs. C. & N. W. Ry. et al, 
(further argument). 
April 25—Denver, Colo.—Examiner Harraman: 
1. & S. 2879—Potatoes and vegetables from Western points to points 
in Arkansas, Tennessee, Kentucky, Missouri and Oklahoma. 


April 25—Washington, D. C.—Examiners Gibson and Woodrow: 

Valuation No. In re tentative valuation of the property of th 
Pennsylvania Co. et al. 

Valuation No. 429—Manufacturers Ry. Co. (Toledo, O.). 
Valuation No. 436—Wheeling Term. Ry. 
Valuation No. 431—Lorain, Ashland & Southern R. R. 
Valuation No. 432—Calumet Western Ry. 
Valuation No. 425—Cincinnati, Lebanon & Northern Ry. 
Valuation No. 351—Grand Rapids & Indiana Ry. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. 
Valuation No. 462—Toledo, Peoria & Western Ry. 
Valuation No. 928—Pennsylvania R. R. et al. 
Valuation No. 382—West Jersey & Seashore R. R. 
Valuation No. 841—Winfield R. R. 
Valuation No. 837—Perth Amboy & Woodbridge Ry. 
Valuation No. 839—Delaware, Maryland & Virginia R. R. 
Valuation No. 80—Elmira & Lake Ontario R. R. 
Valuation No. 878—Freehold & Jamesburg eet hm RR. 
Valuation No. 877—Cherry Tree & Dixonville R. R. 
Valuation No. 880—Monongahela Ry. Co. et al. 
Valuation No. 881—Penna. & Atlantic R. R. 
Valuation No. 887—York, Hanover & Frederick Ry. 
Valuation No. 886—Western, New York & Pennsylvania Ry. 
Valuation No. 885—Pennsylvania Tunnel & Terminal R. R. 
Valuation No. 903—Philadelphia, Baltimore & Washington R. R. 
Valuation No. 437—Dayton Union Ry. Co. 
Valuation No. 435—Louisville Bridge & Terminal Ry. 
Valuation No. 434—Akron & Barberton Belt R. R. 
Valuation No. 879—Johnsonburg R. R. 

April 25—Detroit, Mich.—Commissioner Campbell and Examiners 

Faul and Bardwell: 

17000—Part 6, iron and steel articles. 
—e on iron and steel articles, in carloads, within state of 


Ohio. 
wae Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—-Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolling Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19059—B. Nicoll & Co., Inc., vs. N. Y. N. H. & H. R. R. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. et al. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 
19134—-The National Supply Co. et al. vs. N. Y. C. R. R. et al. (to 
be heard in connection with 17000, part 6, iron and steel). 
April 25—Detroit, Mich.—Commissioner Campbell and Examiners Faul 
and Bardwell: 
* 1. & S. 2713—Iron and steel articles from Brazil and Terre Haute, 
Ind., to Chicago. 
(Further hearing in connection with Docket 17000, Rate Structure 
Investigation, Part 6, Iron and Steel.) 
April 26—Washington, D. C.—Examiner Glover: 
* ee Application No. 13035; filed by Elgin, Joliet & East- 
ern ° ° 
April 26—Washington, D. C.—Examiner Carney: 
13737—-Midland Linseed Products Co. vs. Director General, as agent, 
D. L. & W. R. R. et al. (solely on question of reparation). 
7 _ Jacksonville, Fla.— Commissioner Eastman and Director 
artel: 
17936—In re refrigeration charges of fruits, vegetables, berries, and 
melons from the South. 


April 26—Forth Worth, Tex.—Examiner Money: 
19212 (and sub. 1)—Oklahoma Wheat Growers’ Assn, et al. vs. A. 
& S. Ry. et al. 


April 26—Argument at Washington, D. C.: 

Fourth section departures in connection with transit shipments—of 
cottonseed and related vegetable products such as _ cottonseed 
and other vegetable oils, cakes, meals, etc., and other com- 
modities. 

April 26—Memphis, Tenn.—Examiner Walsh: 
19087—William Fraser, Jr., Inc., vs. B. & O. R. R. et al. 
April 27—Fort Worth, Tex.—Examiner Money: 

|. & S. 2871—Petroleum from Mississippi Valley territory to Cana- 
dian points. 

April 27—Argument at Washington, D. C.: 

1. & S. 2748—Soap, soap powder between points in Western Trunk 
Line and Illinois Classification territory. 

1. & S. 2830—Soap, soap powder between points in Western Trunk 
Line and Illinois Classification territory. 

April 27—Washington, D. C.—Examiner Walsh: 
Valuation No. 949—in re tentative valuation of the property of the 
Minnesota Dakota & Western Ry. 

April 28—Tampa, Fla.—Examiner Johnson: 

19115 (and Sub. 1)—Dantzler Lumber & Export Co. vs. F. E. C. Ry: 
April 28—Denver, Colo.—Examiner Harraman: 

|. & S. 2880—Cement between points in the Southwest. 
April 29—Philadelphia, Pa.—Examiner McChord: 

19282—-David Berg Industrial Alcohol Co. vs. Reading Co. 
April 29—Jackson, Miss.—Examiner Walsh: 

19274—Jackson Traffic Bureau for Cotton Mills Product Co. vs. Ill: 
Cent. R. R,. et al. 

19129—Jackson Traffic Bureau vs. C. & N. W. By. et al. 


April 29—Chicago, Ill.—Examiner Smith: 
1. & S. 2883—Butter, eggs and poultry from the suuthwest to Flush- 
ing and Jamaica, N. Y. 
* 1, & S. 2883 (Ist supplemental order)—Butter, eggs and poultry from 
the southwest to Flushing and Jamaica, N. . 2 
April 29—Philadelphia, Pa.—Examiner McChord: r 
ry ened Commercial Alcohol Co. et al. vs. B. & O. R. * 
et al. 


April 29—Argument at Washington, D. C.: & 
Finance No. 5744—Construction of Branch Lines by San Benito 
Rio Grande Valley Ry. & 
Finance No. 5869—Construction of Extension by San Antonio 
Aransas Pass Ry. 
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More Service 
Per Dollar 


In every department of 
your business, you make 
each dollar earn up to its 
greatest capacity. 


In your shipping do you 
do the same? 


A great many do not, be- 
cause shipping is a special- 
ized business by itself, 
with many complications. 


Trans-Continental Freight 
knows the inside of the 
shipping business. 


It can get more service 
for you per dollar. 


Ask our nearest 





branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Minneapolis, Minn. 
Philadelphia, Pa. 
Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Los Angeles, Cal. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 29 years. 
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Safe Deli 
a pyre IS a strong sales argum 
you using it in your business? ‘i 


wad 






The National Oil Products 

= , ucts Company i 

= se to work for them in “ es 
pene ga illustrated letter. They 
— oo fact that they employ rnd 
aie and efficient method of brac- 
ss ui (Acme Unit-Load) and 
penapr ng ave not had a single dam 

eight months (see letter) ” 









NATIONAL OIL PRODUCTS COMPANY 
wmconronaTeD 






HARRISON, n.J.. U.S A. 
March 5, 1927 
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P i this question frequently come UP? where can © 
fis, and DEPEND upon goudle-quiek shipment, ane 
i r 


ger these 024° nen i 
DEPEND 320" arrival in containers in pe fect conditions with- 
ut & trace of leakage?" 

— times 


Good Mornings Gentlemen! _ 









you realize 
ie 






ee 
Then you think of past expertences--ane ) 
ith on an organization thet 2 





it 
ugh, and nrogressive enough to take care of your 
cut @ piten--regardles® of size of orter 












In thi 
s da 
pay to y of keen competition, it do 
The iliustrations on the insiae of *% ri overlook a si ? es not 
interest yous gis gives you somesnat of hel : ingle factor whi * 
garenousing and shipping facilities- p to increase your 1 ich will 
tomer sales and h 
oodwi old cus- 
edly i = dwill. Safe Delivery is a d ie 
portant part of a sale ecid- 



















You may find it 2 particular gavantage to make use of 
our dock facilities» since water freight rates are lower 
than all-rail oF combination rail-and-water rates. 















Ncte especially our tank cars. This means not only 
at CLEANLINESS - Leased tank cars are seldom 
see that 






prom’ gervices 
c)ean. For that reason #e operate our own cars ani 
they 3r& perfectly clean peforse oi 

: AB nthe aaa A a 














J ~~ another interesting feature is the strapping of barrels \ 
S/ into cars by means of steel wande--sec illustration Tnis . 
practically abolishes leakaEee due tc aamase * parrels in 
transit. We have been using this method about eight months, 
and during that time we HAVE NOT KAD A SINGLE CLAIM FOR 

DAMAGES , due to jeaky packages caused bY shifting parrels- 
also, the customer has simply *° clip the steel pands to 
unload--6 great time-saver- oa 





























anita gpa 

Summing it Up» isn’t it to your advantage %° transact 
y.siness with such an organization? Doesn’* it give you an 
naded feeling of SAFETY in your gealings? You aré cordially 
invitee to ure our facilities so the utmos : 























le e 
General Sales ™ 


pips this easy, econom 
ic | 
x way to brace shipments 
me Unit-Load is anata 


to practically every commod 
ity shipped in freight cars 


MAIL THIS COUPON NOW 


ACME STE 
EL COM 
2840 ARCHER p-- ~ eal 


CHICAGO, IL 
’ LIN 
Gentlemen: aad 





Send fu i 
ll particulars about Acme Unit-Load 2 Reduces F oy 
me Bracing Costs. 
“$s eases Loading Time 
. wers Freight Bills. 
nsures Customer Goodwill 


eeee 


eee 
ee 
eee 
ee eens 
setae 
ee eee 
see eee 
eeeee 
eee 


ACME STE 
acca EL COMPA 
2840 Archer Avenue, nil 


eeee 
eeoeereree 
eevee 
eee 
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rooklyn Atlanta New Orlean 
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San Francisco Seattle 
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Great Northern Railway's 


Unsurpassed service is built on 


DEPENDABILITY 


Made possible by first-class equipment and facil- 
ities for the speedy and efficient transportation of 
freight and passengers 
BETWEEN 
St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland 
and Intermediate Points. 

Perfect Roadbed, Automatic Electric Block Signals, Modern 
Motive Power, including Oil-burning and Most Powerful Motor 


Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 
Via Glacier National Park—Park Season June 15- Sept. 15 





G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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The Belt Railway Company of Chicago 


INDUSTRIAL ee 


ECTS, es 
| net [Llocations—Large and Small 
| Shes ats ca Tg 
T: : = | aie: “f Tl — pe 
> \-te, LU Industrial Opportunities 
[Jabor—All Kinds Avallable 
[Wle Want You With Us 
' [Allive to Your Requirements 


[YJesterday, Today, Tomorrew 
Always th the & Best 
(Co-operative Policy 
* [O]nly Forty-six Years’ Experience 


The knowledge of Industry’s requirements and 

ability to meet them through character service 

is an important factor in your determination of 
location. 


With an experience obtained through over forty 


of Chicago comparable with one served by all 
railroads entering Chicago. 


aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
dis 4 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial _ Manager 
Dearborn Station 
Chicago 
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- |?) Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 





LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 





Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 
~ property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 





The Clearing Industrial District 


OF CHICAGO 





| vous ten” il 
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Fr e e—Booklet explaining L M S unusual 
: Warehousing Plan mailed free on request 


Save Money by 


Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M § and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always ‘There are more than 300 
LM S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 


The average L M S charge for handling, stowing 
and delivering out of store as required, is only 2/3 of a 
cent per 100 Ibs., inclusive. 


The L M S is the one British Railroad which serves with: its 
own lines all major British Ports. LM §S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The L M S New York Office 
offers every co-operation to help 
you solve the problem of dts- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Traffic Manager in America, 
ONE BROADWAY, NEW 
YORK. 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 


TTT AAA 
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April 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO 
Second Morning 
Sixth “ 
Fourth vi 


Elmira 
Erie 
Fort Wayne 
Fostoria 
Grand Rapids 
indianapolis 
Second Afternoon 
Fourth Morning 
Fifth z 
Fourieenth** 
Louisville Fourth 
Memphis Sixth " 
Milwaukee Fifth 
Minneapolis Sixth 
Muncie Fourth 
Nashville Fifth 
Omaha Sixth j 
Oswego Second Afternoon 
Peoria Fourth Morning 
Pittsburgh Third =“ 
Port Huron bi 5 
Portland Thirteenth“ 
Rochester Second 
Saginaw Fourth 
Saint Louis i 
Saint Paul Sixth fg 
San Francisco Fourteenth‘ 
Seattle Thirteenth ‘* 
"Scranton Second i 
South Bend Fourth “ 
Spokane Eleventh “ 
Syracuse Second “ 
Toledo Fourth 
Toronta Third 
Utica Second “* 





TRANSFER 


And other New Jersey points 


*First Morning from New York Piers and Hoboken City. 


U0t0VUUTw.tIiHriiivvtTj]Tc.aTiii/iA7AAMEA 


AAU 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


LACKAWANNA AGENCIES 


BOSTON DETROIT 

80 Federal Street 1st National Bank Bldg. 
BROOKLYN EASTON, PA. 

32 Court Street 402 Northampton Street 
BUFFALO INDIANAPOLIS 

Lackawanna Terminal 410 Guaranty Building 
CHICAGO KANSAS CITY 

111 West Jackson Blvd. Railway Exchange Bldg. 
CINCINNATI MILWAUKEE 

4th National Bank Bldg. 1316 Majestic Building 
MINNEAPOLIS 


CLEVELAND 
310 Park Building Metropolitan Life Bldg. 


NEWARK 
786 Broad Street 
NEW HAVEN SCRANTON 


NEW YORK CITY 
PHILADELPHIA 
PITTSBURGH 


FROM 
Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


Sth St. 
arlem Transfer 


gong Island City 


Broo 
astern Dist. 


3 Terminal 
Rie Ti mee aallabout 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 lbs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


8ST. PAUL 

601 Merchants Bank Building 
SAN FRANCISCO 
823 Monadnock Bldg. 


Lackawanna Station 
SEATTLE 

1312 L. C. Smith Bldg. 
SYRACUSE 

Lackawanna Station 


TOLEDO 
1605 2nd National Bank Bldg. 


39 Church Street 

302 Broadway 

1302 Finance Building 
428 Park Building 


ST. LOUIS TORONTO 


112 North 4th Street 1602 Royal Bank Bidg. 
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SOUTHERN PACIFIC LINES 
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